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REPRESENTATIVES 
OF YOUR COMPANY 


Now, with the new year just 
around the corner, is a good 
time to investigate this im- 


portant subject. 
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SUPERIOR 


WISCONSIN 


Is a city secure in its strategic position at the head of America’s greatest inland water 
system. Its situation affords very favorable possibilities for commerce and industry. 


INTERESTING FACTS AND FIGURES 


The largest exclusive chair factory in the world. 

The largest ore docks in the world. 

The largest briquette plant in the world. 

The largest grain elevator in the world. 

An area of 42 square miles. 

Population of 37,000. 

Two hundred miles of concrete walks. 

One hundred and tong miles of traveled streets. 
Eighty-seven miles of sewers. 

Seventy-eight miles of paved streets. 

Ninety miles of water mains. 

Twenty-seven and two-tenths miles of dock lines. 
Superior is the second largest producer of Semolina in the U. S. 


Twelve parks containing 130 acres. 

Seven banks. 

Eleven public schools. 

Seven parochial schools. 

One manual training school. 

One state teachers college. 

e business college. 

Fifty-five churches. 

Average summer temperature 62 degrees. 

Avn inexhaustible supply of the purest water of any city 
in America and splendid public utilities and low rates. 

The only factory in the U.S. making colored, favored 
toothpicks. 


Two high schools. 
One vocational school. 


A CITY OF HOME OWNERS 


WRITE FOR INFORMATION TO SUPERIOR ASSOCIATION OF COMMERCE 


AIR VIEW OF SUPERIOR’S GREAT COAL DOCKS 


SUPERIOR - EFFICIENTLY SERVED BY THE SOO LINE 


|. EDMONTON 
BRITISH COLUMBIA {ong \Wetaskiwin . 
%, % Xu; 
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SOO SERVICE WILL BE SATISFACTORY TO YOU 
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Our Platform 


A permanent transportation institute, supported by 
all interested in sound policies, for the purpose of 
setting forth facts without bias. 

Take the government out of business. This applies 
to ocean and inland waterway transportation as well as 
to other business. 

Keep politics out of rate-making. 

A scientific determination by competent and un- 
biased investigation as to whether commercial motor 
vehicles are paying their fair share of the cost of high- 
ways used by them in their business, and a uniform ap- 
plication of the principles thus arrived at. 

Equalization of regulation of the various agencies 
of transport. 

Non-discriminatory and reasonable railroad rates for 
shippers, but a rate level high enough to give the rail- 
roads as a whole the adequate revenue prescribed by 
sound public policy. 

A traffic department, in charge of a capable traffic 
man, for every business concern doing any considerable 
amount of shipping, and a realization by industrial traffic 
men that they must equip themselves to give the sort of 
service that will justify employing them. 





TRANSPORT COMPETITION 


HOUGH the committee is not as representative as 

might be desired for a study of this kind and though 
its members are not entirely unanimous in some matters 
of detail, the report of the special committee of the 
Chamber of Commerce of the United States on compet- 
ing forms of transportation (published elsewhere) is ex- 
ceedingly important and valuable. Though we may not 
be in accord with it in every detail, it, in general, fol- 
lows so closely the doctrines that we have been preaching 
that it would be strange if we did not have words of 
praise for it. It, however, in our opinion, presents pretty 
much the view to which must come any intelligent man 
or group of men after careful and unbiased study. 
Briefly, that view is that unregulated competition with 
regulated forms of comparable transport is unfair, con- 
trary to the public interest, and inequitable to shippers 
whose interest should be in dependable service and con- 
ditions. It advocates regulation of motor vehicle trans- 
port, both intrastate and interstate, and regulation of 
water transport, with the added recommendation that the 
government get out of business on the waterways. It 
also suggests coordination of regulatory authorities. 

Though, as we say, we may not agree with the re- 
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port in every particular, it will bear sympathetic study 
and, in general, is wise, fair, and logical. The Chamber 
is entitled to commendation for its efforts to get before 
the public and Congress something tangible in the pub- 
lic interest, as distinguished from what this, that, or the 
other selfish interest wants. 


FREIGHT RATES TOO HIGH 

NE of the statements frequently heard is that rail 

freight rates are too high, “as shown by the fact 
that the trucks give better service for less money.” Those 
who say this are either ignorant or intentionally unfair. 

Freight rates may be too high. That depends on the 
measure, of course. But to say that they must be too 
high because they are higher than truck rates, is idiotic. 
The trucks are not regulated at all, interstate, and com- 
paratively little, intrastate. To comply with regulation 
costs money with which expense the railroads are bur- 
dened and from which the trucks are free. Moreover, the 
railroads construct and maintain their roadbeds entirely 
at their own expense, whereas the trucks use the high- 
ways, built and maintained by the taxpayers generally 
and only partly at the expense of the commercial motor 
trucks themselves. We know, of course, that some con- 
tend that the commercial motor vehicles pay sufficiently 
for the use of the highway, but that has never been scien- 
tifically determined, either as to the principle on which 
they should pay or the amount in which they do pay. Per- 
haps they pay enough—perhaps they even pay too much 
—but our own opinion is that they do not pay enough. 
At least, that matter cannot be considered settled. 

It is utterly unfair, then, to say that truck rates 
lower than rail rates prove rail rates too high. When the 
conditions we have mentioned are equalized, it will be 
time enough to make such a comparison—and even then 
the cost of operating trucks, under equal conditions, 
might be less than the cost of operating rail equipment. 
If that should prove true, the railroads would have to 
take the consequences, of course, but it would still be 
obvious that their rates were not proved “too high” by 
the fact that truck rates were lower. 


COMMISSIONER LEWIS 
NE of the unfortunate things about political prac- 
tices in this country is that, though elections often 
weed out unworthy office holders, some that are worthy 
also fall as the direct or indirect result of a change in 
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the party in power. We are thinking now of Commis- 
sioner E. I. Lewis, who has served the public long, faith- 
fully, and well, and who has been reappointed by Presi- 
dent Hoover, only, we fear, to fail of confirmation by the 
Senate. If it were necessary to make a Republican ap- 
pointment in order to preserve the lawful political bal- 
ance in the Commission, the Democratic Senate might 
have no objection to Commissioner Lewis, though, even 
then, politics might bring about another choice; but, with 
room for a Democrat on the Commission to replace Com- 
missioner Lewis, there can be little hope for him. 

We suppose nothing will be done about a successor to 
Commissioner Lewis until Roosevelt takes office as Presi- 
dent, so the public will be able to retain his services 
until that time. We can only hope that the incoming 
President will appoint some Democrat who will give as 
good an account of himself as has Commissioner Lewis. 
And now is the time, by the way, to start the machinery 
in motion to bring about a good appointment. This is no 
time for giving such a place to a mere politician or even 
to an able man who has had no experience in the subjects 
with which he will have to deal. All those interested in 
the transportation situation ought to see to it that the 
new President, even before he takes office—for after that 
it may be too late—has all the light necessary on the sub- 
ject. The Commission is a body on which none but those 
well equipped should sit. 

As for Commissioner Lewis, we wish him Godspeed. 
We hope the Commission may be able to find use for him 
in its valuation work even after he ceases to be a member 
of that body. He is too good to lose. 


BEER ANTICS 


AR be it from us to get into the prohibition fight or to 

express an opinion, one way or another, as to the 
beer question, on its merits. We may, however, venture a 
remark or two on the usual idiocy displayed in Congress 
when matters of this sort are handled. 

The Eighteenth Amendment to the Constitution of 
the United States prohibits the sale and manufacture of 
intoxicating liquor. The Volstead act, under that pro- 
vision of the Constitution, prohibits the sale and manu- 
facture of beer of more than a specified alcoholic con- 
tent, on the theory that it is intoxicating. Pending re- 
peal or change of the Eighteenth Amendment, Congress 
now proposes to amend the Volstead act so that beer of 
four per cent alcoholic content may be manufactured and 
sold. 

Four per cent beer is either intoxicating or it is not. 
If it is, its sale and manufacture would be in violation 
of the Eighteenth Amendment, and, hence, illegal, so 
long as the amendment stood. Persons who tried to sell 
it or manufacture it for sale would be prosecuted and the 
question would get into a long court tangle with the 
possible result that the law would be knocked out. If 
it is not intoxicating, why hedge its sale and manufac- 
ture with so many safeguards? Why not permit it to be 
sold in drug stores and grocery stores just as any other 
soft drink is sold, and why make a criminal out of an 
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individual who brews it in his own home and evades 
paying the license fee? 

It would seem to us that the logical and sane course, 
even for the most enthusiastic beer advocates, would be 
to legalize the manufacture and sale of beer the alcoholic 
content of which was safely within the intoxicating 
limit, and permit its sale and manufacture without re. 
striction—except, perhaps, for necessary revenue pur. 
poses—and then wait for the repeal of the Eighteenth 
Amendment and what they think would be the resulting 
better days. But no such straightforward, honest, and 
sensible course is to be expected of Congress, to say noth- 
ing of the unthinking persons who are merely set on 
having their own way, regardless of sanity. 

One of the interesting phases of the situation is the 
way in which Mayor Cermak, of Chicago, is “cleaning up” 
the city, his reason being that he wants conditions as 
they should be when the sale of beer is legalized. One 
wonders why, if he is able to clean up the place for a 
reason of that kind, he did not attempt it before, just be- 
cause the city ought to be cleaned up, beer or no beer. 
But, if Chicago really emerges from under the layer of 
crime mud that has buried it so long, we suppose one 
will have to congratulate the city authorities, whatever 
their motive. If Congress is silly and futile, what is to 
be said of municipal administrations that have professed 
themselves unable to cope with the new kind of crime— 
as well as the old kind—that has followed in the wake 
of prohibition? Anyone knows that the police will obey 
orders, if they are not given with a wink, and that any 
mayor worthy of his office can clean up his city if he 
wishes to do so. It is the motive that is wanting—and 
Chicago seems at last to have found one. 


DEMOCRATS AND NOMINATIONS 


The Trafic World Washington Burcau 


On motion of Senator Robinson, of Arkansas, Democratic 
leader in the Senate, the Senate has made an exception of 
the nomination of G. Wallace W. Hanger, Democrat, for reap- 
pointment to the Board of Mediation, to the Democrats’ decree 
that, aside from military and naval nominations, thumbs would 
be turned down on President Hoover’s nominations. 

As a result, the nomination of Mr. Hanger was referred 
to the Senate interstate commerce committee which will con- 
sider it January 3. 

Senator Robinson attempted to have the nomination con- 
firmed without reference to committee but Senator Couzens, 
chairman of the interstate commerce committee, took the posi- 
tion that the committee should pass on the nomination and 
Robinson agreed to that course. Mr. Hanger’s term expires 
December 31, 1932, so that even if favorable action is taken 
early in January he will be out of office a few days. 

Senator Moses, of New Hampshire, asked Senator Robin- 
son whether he would be willing that any other nominations 
“be so referred in open executive session.” 

“No; I do not think that should be done,” replied Robinson. 
“If any senator objects, of course, he can hold up this (Hanger) 
nomination.” 

“Oh, no; I would not object to the confirmation of as good 
a Democrat as Mr. Hanger,” replied the New Hampshire mem- 
ber who once referred to some of his colleages as “sons of the 
wild jackass.” 

No exception to the Democrats’ decree on nominations was 
made in the case of Commissioner E. I. Lewis, Republican, of 
the Commission, whose term expires December 31, 1932. 


CHAIRMAN PORTER RECOVERS 


Chairman Claude R. Porter, who had to go to a hospital 
for an operation (see Traffic World, Dec. 17, p. 1216), made a 
rapid recovery. He was able to return to his duties after an 
absence of only a little more than a week. 
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Current Topics in 
Washington 





The man who writes backward, who 
wears his shirt outside his trousers, who 
bedecks himself in white when he mourns, 
and shakes his own hand when he greets 
you, has that rarest of rare things—a 
balanced budget. According to Julean 
Arnold, American commercial attache at Shanghai, that is the 
outstanding fact in the annual report of the Finance Minister 
of the National Government, the home town of which is Nan- 
king. What the other organizations claiming to be the Chinese 
government have done with their budgets, Mr. Arnold did not 
say. 

China, unlike other governments, according to the report 
of Finance Minister Soong, is not borrowing to pay ordinary 
expenses. This budget balancing was accomplished, according 
to Mr. Soong’s report, notwithstanding the world depression, 
decline in silver exchange, the Sino-Japanese dispute in which 
there was punctuation with big guns at Shanghai, flood relief, 
and anti-bandit campaign expenses. The Chinese, according 
to that same report, have even been making progress in mak- 
ing up arrears on defaulted payments and interest on loans 
constituting a servitude on salt taxes. Reduction in military 
expenses and consolidation of the internal revenue system ac- 
count, in part, for this miracle. Consolidation of the internal 
revenue system might be suggested to mean, by those who 
think they know something about China, that the Soong family, 
in control of the treasury, has reduced the number of graft 
stations in the tax collection system. 

China, in doing this budget balancing stunt, it might be 
suggested, lived up to her reputation for doing things in the 
reverse of the Occident. This is the first time China has had 
a balanced budget in 21 years, while the western world, for 
the first time in many years, has generally had unbalanced 
budgets. 


Rejoice Ye, 
China Has a 
Balanced Budget! 





When there was universal peace the 
Romans closed the arch of Janus, the god 
of beginnings. They built a temple in its 
place. There was no need for the road 
under the arch that resounded to the 
tread of soldiers going to war. 

Seemingly, in the days when Janus was worshipped and 
had precedence over all other gods, economic woe was not 
recognized as an affliction as great as, if not greater than, 
physical conflict. Only on that hypothesis, it might be sug- 
gested, could that idea of closing the gateway through which 
the armies marched with a temple as a token of the blessing 
that had fallen on mankind, have been tolerated. 

Perhaps, in that time, there was not that relationship be- 
tween debt and the units of its discharge that many thinkers 
now believe there is. Traffic men need not be reminded of the 
relationship of rates. On the contrary, many of them think 
there is really small function to be performed under the man- 
date of reasonableness. But the third section is important. 
Keen realization of the importance of relationship and the 
rules to govern disposition of relationship problems, it might 
be suggested, accounts for the long retention before it of the 
Galveston-New Orleans port relationship case by the Supreme 
Court of the United States. 

Absence of a just relationship between the dollar and 
debts, it may be timidly intimated at the approach of the 
month named in honor of the two-faced god, is one reason for 
the reluctance of what are called normal times to return. Lack 
of that relationship may not have caused the world’s misery. 
However, there are probably many who believe that that lack 
Was the cause of misery as well as the great deterrent to 
return of normal times. 

Many suggestions for keeping the relationship between debt 
and the dollar constant have been made. In fact, former 
Senator Owen, of Oklahoma, is promoting the passage of a 
bill through Congress the chief mandate of which is that the 
Secretary of the Treasury, by the issuance of Treasury notes, 
Shall maintain a relationship so that at no time shall there 


Appropriately, the 
Arch of Janus 
Remains Open 
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be a spread of more than six points. His proposal is that, 
when the commodity index, ascertained and declared by the 
Department of Labor every month, falls as low as 97 (it is 
now about 64) he shall issue notes so as to cause prices to go 
up. But he is not to allow the index to rise above 103, the 
commodity index of 1926 being the base of 100 per cent. When 
it has gone to 103 he is to begin calling in the notes so as 
to keep the index from rising to unhealthy levels. 

The commodity index is ascertained by averaging the 
prices of about 780 commodities. Some have suggested that 
the gold dollar be wholly abolished and its place taken by a 
commodity dollar—that is, to say that, after the commodity 
dollar has been adopted, a man, in agreeing to pay 10,000 dol- 
lars at a future day, will promise to deliver to the holder of 
his note so many bushels of grain, so many pounds of meat, 
and so on, down to the last of the commodities used in making 
up the index, instead of so many grains of gold of a desig- 
nated fineness. 

If there were no debts, now or hereafter, the question of 
relationship, perhaps, would be of no importance. But debts 
have been in existence as long as there has been a division of 
labor. The man who hired a neighbor to do something for 
him instead of the latter devoting himself to his work of grow- 
ing beans for his own use, went into debt if rats ate any of 
the beans he promised to pay for the work and thereby made 
it impossible to pay the stipulated quantity of beans when the 
job was finished. When gold was substituted for the quantity 
of unpaid beans, the factors of gambling with the future, it 
might be suggested, were increased. 

Plans for temples to replace the arch of Janus, therefore, 
seem somewhat premature. 





In the foregoing words, Senator 
Thomas, of Oklahoma, just before the 
holiday recess, arraigned the body of 
which he is a member. Directing at- 
tention to the fact that while presidents 
come and go, houses of representatives 
are born and die in two years, the Senate goes on forever, the 
only part of the government dealing with the present and the 
future that has not a definite time limit on it, the Oklahoma 
senator proposed the creation of a national policy committee 
to do what was implied in its name. 

“In great emergencies, if not at all times,’ said he, “the 
Senate needs an additional committee, a committee in which, 
during times like the present, may be centralized the power 
and the responsibility of the Senate ... always organized and 
always planning for the best interests of our country.” 

The senator said he regretted that conditions, known to 
all, impelled him to make the statement he was making and 
to suggest a course of action. Two years ago, he said, he had 
proposed a committee to deal with “a pestilence, charitably 
called a depression,” which, in his opinion, “is growing worse 
day by day.” After debate, he added, the Senate answered by 
saying that there was no depression—hence, no occasion for 
such a committee. The people, he declared, had just passed 
judgment on present conditions. That judgment, said he, de- 
feated a president, wrecked an administration, and injured, 
if it did not destroy, a political party. Answering his own 
question as to what had been done by Congress in the three 
weeks it had been in session, he said one branch of Congress 
consumed time in an effort to relieve the people by providing 
for them what had aptly been called “dog wash,” while the 
Senate had debated on “our attitude toward a people 7,000 miles 
away and a generation in the future” and on the merger of 
two ancient transportation systems in the District of Columbia.” 

The Oklahoma senator also called attention to two facts 
about the Constitution—namely, that the legislative branch re- 
ceived first place in it and that 65 per cent of the document 
was devoted to that part of the machinery of government cre- 
ated thereby. 

“If, under the Constitution, the legislative branch is the 
real governing power, then there is no escaping the conclusion 
that the Congress is responsible for the conditions existing 
today,” said he. 

In the House, he said, three men—the speaker, the majority 
leader, and the chairman of the committee on rules—had the 
power to make a program and then bring it forth at will for 
the consideration of that body. In the Senate, he said, there 
was no such centralization of power; hence, his suggestion. 

His plan is to have that policy committee composed of 
eleven—namely, the majority leader, the minority leader, the 
chairmen and ranking minority members of the committees on 
finance, appropriations, and foreign relations, and three mem- 
bers to be elected by the Senate, the majority leader being 
the chairman of the committee. The jurisdiction of the com- 
mittee, under the Thomas proposal, in the form of a resolution, 
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would embrace such bills, resolutions, and other matters as 
might be referred to it by the presiding officer. The committee 
would have power to prepare and propose bills and resolutions 
and make recommendations on any matter within its discretion. 

Men who reported the doings of Congress thirty-odd years 
ago generally believe both houses of Congress were so organ- 
ized, informally, until about 1910, but the system was called 
“czarism.” It was upset at the behest of, among others, Sena- 
tor Norris, of Nebraska, and John Nance Garner, then, as now, 
a representative from Texas, and by the march of the “re- 
formers” calling for the direct election of senators and the 
nomination of all officers by the direct primary. 





Valorously and promptly the Depart- 
ment of Commerce is reporting facts that 
may be taken as suggesting that, after all, 
the curves and graphs that have been pre- 
pared to show our miseries may be too 
emphatic. Or, perhaps, the inference to be 
drawn is that very soon it may be imperative to change them. 

Stability is one of the things for which Americans have 
been pining for a long time, even as Europeans have been 
talking for cancellation, though Americans owe them nothing 
to be canceled in exchange for the debts they owe us. So the 
department reports that few changes have been made by it in 
the regulations for the protection of fisheries in Alaska, the 
reason being that conditions are stable. The changes made 
in the recent revision of the regulations were fewer than usual, 
it was reported. 

Another report, sent in by Assistant Trade Commissioner 
Sylvester J. Roll from Bogota, Colombia, is that the first para- 
chute jump in that country, made by the representative of an 
American company as a demonstration of the ease with which 
one might become a member of the famed Caterpillar Club, 
resulted in the immediate sale of twelve parachutes and the 
conditional sale of thirty-two others. The demonstrator jumped 
when the plane was 8,000 feet in the air. 

Finally, on the same day, came the joyful news that China 
had balanced her budget, for the first time in 21 years. And 
then the department, under permission from President Hoover, 
took December 24 off to prepare for the holidays on December 
25 and 26.—A. E. H. 


FACTS WANTED 


(By Thomas F. Woodlock, in the Wall Street Journal) 


If there be any word in the dictionary which can in the 
space of not more than four syllables “beg” more “question” 
than can the word “propaganda” this writer would like to be 
referred to it. So far as his observation avails, it appears to 
him that those who use it generally mean by it the “other 
fellow’s” side of the dispute as stated by himself—which, of 
course, should put him out of court. The railroad gentlemen 
strongly reprobate the motor gentlemen’s “propaganda” and 
vice versa. General Ashburn perhaps professes a more severe 
state of ethical shock over unconscionable “propaganda” 
(against the waterways) than does any other of the transpor- 
tation disputants. It is a pity that the Coolidge Committee’s 
inquiry has been forced into an arena where so much dust 
and spray is kicked up, for at bottom the questions before it 
are not in principle so terribly difficult. 

So far as the problem raised by new methods of transpor- 
tation is concerned, certain things are indisputable. One is 
that any new process or method which may appear, by which 
transportation is made more efficient or more economical, is 
entitled to life and will inevitably assert its right to life as 
against its older and less efficient competitors. Another is 
that if the public desires to “subsidize” any form of transpor- 
tation which is not in itself economical or efficient, it should 
do so openly and for cause shown; hidden subsidies are a de- 
ception upon the public. Doubtless all will agree to those two 
propositions. 

Therefore, the first question to be determined with respect 
to any form of transportation is whether and to what extent 
it is more efficient and economical than any other. We have 
today in operaton transportation by rail, by highway, by water 
and by air. To the eye of omniscience would be apparent in 
what particular field each form excels the others, and how 
the movement of men and things could be most efficiently 
divided between them all. Subsidies apart, each form should 
pay its own way and comply with all the demands of public 
safety, convenience and necessity. The eye of omniscience is 
not available to us, but the conditions which should be satis- 
fied are clear enough, and the first thing to do is to ascertain 
the facts in the light of those conditions. 

Take, for instance, the highways and the motors; shall the 
entire cost of maintaining the highways be assessed against 
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motor transportation? That question answered, what is that 
cost? The cost ascertained, how shall it be prorated over the 
motors? What limits of size and speed shall, in the light of 
public safety, be imposed upon motors? Shall transportation 
for hire by motor (carrier and contract) be “regulated” as to 
rates, employment and “public convenience and necessity’? 
Shall “private” motors be restrained from transporting sporad. 
ically for hire? With these questions answered and the neces. 
sary “regulation” in effect, the motor’s place in transportation 
would be defined and it would take the business naturally be. 
longing to it. 

Similarly with transportation by artificial waterway, the 
first question is whether it is to “pay its way,” or whether the 
entire country is to subsidize part of the country. The next 
question is whether (subsidy or no subsidy) rates for water 
transportation are to be “regulated.” When these questions 
have been answered the field for internal waterway transpor. 
tation will have been defined and such business as it will then 
get—if any—is rightly and reasonably its business. But if 
there is to be subsidy, it should be plain and public, and leave 
no room for “arguments” such as those with which we have 
in the last year or two been almost asphyxiated. Similarly 
with aviation. 

Let us have some facts. Let us find out what are our 
highway costs, what taxes are being paid by the motors, what 
our internal waterways are costing for annual upkeep, interest 
and amortization, and then we can dissipate the smoke, dust 
and spray and arrive at a place where we can determine 
whether or not to “subsidize” railroad, water road or air, and 
how much. Until we do this we are merely beating the air 
and wasting time and money. If the Coolidge Committee did 
no more than get us the facts it would justify its existence, 
but there is no need for it to stop there. 

In railroads, highways, motors and accessory motor facil- 
ities, the country has an “investment” of some fifty billions 
of dollars, of which probably three-quarters represents private 
property. A species of civil war has been raging for several 
years between rail and road with the artificial waterway prey- 
ing upon both, much as did the Mediterranean pirates in Cesar’s 
day. It is time to make an end of this barbaric performance 
by bringing transportation in the United States into some 
semblance of civilized order. It may be urged that there is 
ho reason to suppose that the country really wants order. The 
policy of Congress as defined in late years concerning water- 
ways might be held to support that view. In any event let 
us find out, and the way to find out is to put the facts to 
Congress and force it to declare itself in unequivocal fashion. 
That is within the power of the Coolidge Committee to do, and 
it can do no greater service than that. 


FARRELL ELECTED CHAIRMAN 


“Pursuant to the policy adopted January 13, 1911, Commis- 
sioner Patrick J. Farrell has been elected chairman of the Com- 
mission, effective January 1, 1933, for the ensuing year. He 
succeeds the present chairman, Commissioner Claude R. Porter,” 
Secretary McGinty announced December 28. 

“The day that Mr. Farrell assumes the duties of chairman 
he will finish his thirty-second year with the Commission. He 
was the Commission’s first Chief Examiner, the first solicitor of 
its bureau of valuation, and the first chairman of its board of 
reference, On February 12, 1918, he was promoted by the Com- 
mission to the office of chief counsel and occupied that position 
until June 7, 1928, when he became a member of the Commis- 
sion by virtue of an appointment by President Coolidge to suc- 
ceed former Commissioner Esch. 

“Before coming to the Commission Mr. Farrell was a resi- 
dent of Newport, Vt., where he practiced law as a partner of 
former Commissioner Prouty under the firm name of Prouty & 
Farrell, and prior to that time he had held several important 
positions in that state on what was then the Connecticut & 
Passumpsic Rivers Railroad. He began his railroad life as a 
billing clerk and afterwards occupied the positions of station 
agent, conductor of freight and passenger trains, and train 
despatcher. He also worked in the general freight office of the 
railroad company. 

“Mr. Farrell is a Democrat. For a period of ten years he was 
a member of the Democratic state committee of Vermont and 
was chairman of that party’s convention held at Burlington in 
1894. He was a delegate at large, and a member of the resolu- 
tions committee, in the Democratic national convention held at 
Chicago in 1896, and was his party’s candidate for presidential 
elector in 1892.” 


CONSOLIDATED CLASSIFICATION DOCKET 
In the Traffic Bulletin of December 31 is published a special 
furniture docket of the Consolidated Classification Committee 
for hearings of the Official, Southern, and Western Classifica- 
tion committees in Chicago, February 20. 
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December 31, 1932 


PACIFIC COAST FOURTH SECTION 


HE Commission, by division 2, in a supplemental report on 

further hearing in fourth section application No. 13457, Pacific 
coast fourth section applications, has granted additional relief 
to the Southern Pacific and extended relief to the Great North- 
ern-Western Pacific route on traffic up and down the Pacific 
coast, mainly between San Francisco Bay points and the Puget 
Sound country. This relief has been granted in tenth supple- 
mental fourth section order No. 10425, Pacific coast fourth sec- 
tion applications, based on applications filed by F. W. Gomph, 
the Atchison, Topeka & Santa Fe and the Southern Pacific and 
in third supplemental fourth section order No. 10722, class and 
commodity rates in Pacific coast territory via Bieber, Calif. 
That fourth section order was based on application No. 14404, 
filed by F. W. Gomph, the Western Pacific and the Great North- 
ern for additional relief over the comparatively new Western 
Pacific-Great Northern route. 

This report embraces also the reopened fourth section 
orders and applications enumerated in the footnote on the first 
page of the report on further hearing in 165 I. C. C. 373, and 
fourth section applications Nos. 14404, 14536 and 14631. This 
report, upon further hearing, is upon applications for modifica- 
tion of an outstanding order and on applications for additional 
relief in Nos. 14536 and 14631, the present relief having been 
granted in 129 I. C. C. 3; 165 I. C. C. 373, and 173 I. C. C. 577, 
the original report having been made in 1927. The original 
report was modified in the later ones. 

In the original report the Commission prescribed minimum 
rates, for example the minimum rate between San Francisco, 
Calif., and Portland, Ore., being made 32 cents. In the report 
on further hearing the Commission prescribed minimum rates 
based on earnings, 6 mills a ton-mile where the minimum Car- 
load weight was 40,000 pounds or more and 12 cents a car-mile 
where the minimum was under 40,000 pounds. 

Applicants in the petitions which created this case, asked 
for a modification of the minimum rate requirements so as to 
grade down the minimum car-mile revenue for the lighter load- 
ing commodities such as automobiles and furniture and the 
minimum ton-mile revenue for the heavier loading commodities. 
As stated in the report their proposal was: 


_ When the minimum carload weight is 10,000 pounds or less the 
minimum revenue would be 8.5 cents a car-mile; when it is 12,000 or 
over 10,000 pounds the minimum would be 8.8 cents; 15,000 or over 
12,000, 9.1 cents; 20,000 or over 15,000, 9.7 cents; 24,000 or over 20,000, 
10.2 cents; 30,000 or over 24,000, 10.9 cents; 36,000 or over 30,000, 11.5 
cents; and 40,000 or over 36,000, 12 cents. When the minimum car- 
load weight is 50,000 or over 40,000 pounds the minimum revenue 
would be 6 mills a net ton-mile; when it is 60,000 or over 50,000, 
the minimum would be 5.25 mills; 70,000 or over 60,000, 4.77 mills; 
80,000 or over 70,000, 4.42 mills; 90,000 or over 80,000, 4.15 mills; and 
over 90,000, 3.95 mills. 


This proposal would retain the present limitations on commodities 
subject to minimum weights of 50,000 pounds and over 36,000 pounds, 
but would grade the 12-cent minimum down to 8.5 cents at 10,000 
pounds and the 6-mill minimum down to 3.95 mills when the mini- 
mum weight is over 90,000 pounds. 


The Commission said there was only one commodity sub- 
ject to a minimum greater than 50,000 pounds, building cement. 
Therefore the Commission did not consider that phase any 
further than to state the fact. 

Opposition to that modification, the report said, was inter- 
posed by the standard steamer lines and the Oakland, Calif., 
Chamber of Commerce. The water lines pointed out that de- 
spite the 32-cent minimum hereinbefore mentioned the bulk of 
the automobiles moved by rail. They said the reduction would 
not materially benefit the rail routes, but would be disastrous 
to them and would unnecessarily disutrb the entire rate struc- 
ture along the Pacific coast. The Oakland Chamber of Com- 
merce, the report said, contended that the rates would be non- 
compensatory and would deprive Oakland of the benefit of its 
geographical location. 

That there was actual water competition for the automobile 
traffic, the Commission said, was clearly established. The major 
portion of the furniture traffic, it added, had been lost by the 
Tail lines due to the increase following its order effective in 
November, 1931. The previous rate, it said, was 58 cents, while 
the present rate was 82 cents. 

The Commission said it was of the view that some reduction 
should be made in the minimum rates for commodities subject 
to minimum weights of 24,000 pounds and under. Therefore it 
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modified the initial sentence of condition 1 to the outstanding 
order to read as follows: 


1. The commodity rail rates shall be no lower than to yield, 
based on the lowest minimum weight of any carload, minimum car- 
load revenue of 6 mills a ton-mile where the carload minimum weight 
is 40,000 pounds or over, 12 cents a car-mile when the carload mini- 
mum weight is under 40,000 pounds and over 24,000 pounds, 11 cents a 
car-mile where the carload minimum weight is 24,000 pounds and over 
15,000 pounds, and 10 cents a car-mile where the carload minimum 
weight is 15,000 pounds and under. 


Under the caption, “additional points and short lines,” the 
Commission said that the applicants had justified the extension 
of relief to Richmond, Calif. It said it saw no objection to the 
extension of the outstanding relief to points on short lines in 
the Puget Sound area, 

As to relief over the Great Northern-Western Pacific route, 
opened Nov. 10, 1931, the Commission said the rates proposed 
for that route were compelled rates lower than reasonable 
maxima for application over the Bieber route and were not 
within applicants’ control. The water competitive situation, it 
added, was similar to, if not identical with, that met by the 
Southern Pacific and that the same provisions regarding dif- 
ferentials over the water rates should be applied. In dispos- 
ing of that phase of the subject the Commission said: 


We find that authority similar to that granted the Southern 
Pacific, as amended herein, should be granted to applicants, subject 
to the proviso that over operating routes longer than the operating 
routes of the Southern Pacific applicants may compute the minimum 
—_—. he og on the distances over the operating routes of the South- 
ern Pacific. 


COAL TO VIRGINIA 


The Commission, by division 5, in No. 23842, State Corpora- 
tion Commission of Virginia et al. vs. N. & W. and the cases 
joined with it, has found unreasonable the rates on bituminous 
coal from mines on the N. & W. and the Virginian to points 
in Virginia, prescribed new ones effective not later than March 
18, to which the Commission said might be added the emergency 
increases allowed in the Fifteen Per Cent case, 1931. 

The Commission found the rates assailed to Marion, Galax 
and Emory were and are not unreasonable. Its further find- 
ings, as to rates for the future, follow: 


We further find that the interstate rates assailed to other desti- 
nations from the Pocahontas group and from mines on the Virginian 
are, and for the future will be unreasonable to the extent that they 
exceed or may exceed 160 cents to Pearisburg and Narrows; 165 
cents to Richlands and Kerns; 170 cents to East Radford; 175 cents 
to Christiansburg; 180 cents to Blacksburg and Pulaski; 185 cents to 
Salem and Hiawassa; 190 cents to Vinton, Roanoke, Catawba Sana- 
torium, and Wytheville; 195 cents to Webster; 205 cents to Bedford 
and Rocky Mount; 215 cents to Lynchburg; 220 cents to Bassett; and 
230 cents to Martinsville. 

The 10-cent differential from the Thacker and Kenova districts 
has been voluntarily maintained by defendant for many years. It 
is based on defendant’s desire to afford the producers in those dis- 
tricts an opportunity to market their coal in this territory to the 
east and to place them on a parity with the numerous other differ- 
ential groups located on the lines of the other eastern coal-carrying 
roads. The relationship between producing districts is not assailed 
in this proceeding. We assume, however, that defendant will desire 
to maintain the present relationship, and we therefore make no 
finding for the future concerning the rates from the Thacker and 
Kenova districts. 


The railroads urged that in no event should the Commis- 
sion award reparation, pointing to, in support of that propo- 
sition, various cases in which, between 1909 and 1923, the Com- 
mission either prescribed or found not unreasonable the then 
existing rates from the Pocahontas district or group to certain 
points to which the existing rates were assailed in this com- 
plaint, They urged the principle in the Arizona Grocery case 
as controlling the question. The Commission, however, held 
that the principle laid down in Eagle Cotton Oil Co. vs. South- 
ern, 51 Fed. (2d) 443, controlled. In the case on which that 
litigation was founded, the Commission, ten years after it had 
approved rates in a suspension proceeding, awarded reparation 
on a finding of unreasonableness that condemned the rates so 
approved ten years before. The Commission said that the 
Supreme Court of the United States had denied a writ of cer- 
tiorari in that case, leaving the decision of the lower court in 
favor of the award of reparation to stand. 

In connection with the reparation phase of the subject the 
Commission made findings that reparation was due (not herein 
reproduced) and as to rates in the past, as follows: 


We further find that the assailed rates from the Pocahontas 
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group, except to Marion, Galax and Emory, were and have been un- 
reasonable in the past to the extent they exceeded the rates herein- 
before found reasonable fer the future. We further find that the 
assailed rates from the Kenova and Thacker districts to Pulaski, 
Hiawassa, Salem, Roanoke, Wytheville, Catawba Sanatorium, Marion, 
Galax and Emory were not unreasonable in the past but that those 
assailed to the other points were and have been unreasonable in the 
past to the extent they exceeded the following: 185 cents to Nar- 
rows and Pearisburg; 190 cents to Richlands and Kerns; 195 cents to 
East Radford; 200 cents to Christiansburg; 205 cents to Blacksburg; 
215 cents to Vinton; 220 cents to Webster; 230 cents to Bedford and 
Rocky Mount; 245 cents to Bassett; 240 cents to Lynchburg; and 255 
cents to Martinsville. 

This report also embraces No. 23653 (Sub-No. 4), Kimbalton Line 
Company, Inc., vs. Same; No. 23805, Leas & McVitty, Inc., vs. Same; 
No. 23805 (Sub-No. 1), Stauffer Chemical Co. of Virginia, Inc., et al. 
vs. Same; No. 23805 (Sub-No. 2), Roanoke-Webster Brick Co., Inc., 
vs. Same; No. 23805 (Sub-No. 3), American Pigment Corporation vs. 
Same; No. 23805 (Sub-No. 4), Roanoke Retail Merchants’ Associa- 
tion et al vs. Same et al.; No. 23805 (Sub-No. 5), Union Tanning 
Co. vs. Same; No. 23805 (Sub-No. 6), Southern Shale Brick Corpora- 
tion vs. Same; No. 23805 (Sub-No. 7), Rocky Mount Ice & Coal Co. 
vs. Same; No. 23817, Southwestern Virginia, Inc., et al. vs. Same; 
and No. 23817 (Sub-No. 1), American Pigment Corporation vs. Same. 


The Commission, by division 5, in No. 23653, Staunton Brick 
Co. vs. C. & O., a case closely related to No. 23842, State Cor- 
poration Commission of Virginia et al., has found unreasonable 
in some instances and not unreasonable in others, the rates on 
bituminous coal, from mines on the C. & O. to points in Vir- 
ginia, prescribed new ones, effective not later than March 18, 
and awarded reparation on the principle in the Eagle Cotton 
Oil Case, supra. The Commission said that what it had said 
in that case was equally appropriate here. It said that the 
rates prescribed in this case harmonized with those prescribed 
in that one. Its findings, other than the one awarding repara- 
tion, follow: 

We find that the rates assailed from the New River district 
were, are, and for the future will be, unreasonable to the extent 
that they exceeded, exceed, or ao d exceed $2.10 to Staunton, $2.15 
to Lexington, Lynchburg, Waynesboro Union Station, and Crozet, 
and $2.20 to Charlottsville; that the rates assailed from the New 
River district to Buena Vista, Big Island, and Coleman were not 
and are not unreasonable; and that the rates assailed from the 
Kanawha and Kentucky-Bib Sandy districts were not unreasonable 
in the past. 

The rate relation of the Kanawha and Kentucky-Big Sandy dis- 
tricts to the New River district is not assailed. Presumably de- 
fendant will desire to continue the present relation, and we there- 
fore make no finding for the future in respect to the rates from the 
differential districts. 


This report also embraces No. 23653, Staunton Brick Co. 
vs. C. & O., and ten sub-numbers thereunder, Ruble and Hutche- 
son, Inc., vs. Same, Harper and Agnor, Inc., vs. Same, Basic 
Furniture Co., Inc., vs. Same, Smith Fuel Co. vs. Same, Thomas 
S. Herbert vs. Same, Staunton Lime Co. vs. Same, Washington 
and Lee University vs. Same, Charles S. Gaw vs. Same, and 
J. L. Witz Furniture Corporation et al. vs. Same; No. 23842, 
Sub-No. 1, State Corporation Commission of Virginia et al. vs. 
Same; No. 23855, Crompton Shenandoah Co. vs. Same and The 
Virginian, and two sub-numbers thereunder, Du Pont Rayon Co. 
vs. Same, Burnley Brothers et al. vs. Same; No. 24169, Meade 
Paperboard Corporation et al. vs. Same; No. 25290, Buena Vista 
Extract Co. et al. vs. Same; No. 25615, City of Staunton, Va., 
vs. Same. 


KUNNING BOARD TESTS 


The Commission, by division 6, in a report written by Com- 
missioner McManamy, in No. 21997, G. W. Laughlin, assistant 
grand chief engineer of Brotherhood of Locomotive Engineers 
et al. vs. A. & R.. has modified its order of March 13, 1911, as 
previously modified, so as to permit the order of 1911 to remain 
in effect until its further order. The purpose of the modification 
is to permit continuance of tests of running boards on box or 
other house cars, made of material other than wood, to deter- 
mine whether such running boards meet the requirements of the 
safety appliance acts. 

This order is based upon a hearing held Oct. 21, 1932, at 
which time the results of such tests as had been made were 
presented. Commissioner McManamy said the evidence pre- 
sented was meager and somewhat conflicting. He said it was 
insufficient to justify conclusions as to whether or not any gen- 
eral modification of the Commission’s order of March 13, 1911, 
prescribing running boards of wood, should be made. That, he 
said, was conceded by both petitioners and carriers. He said 
the record would be held open until further investigations and 
tests provided for had been completed and an opportunity af- 
forded the parties to present evidence as to results obtained. 


BARGE-RAIL COTTON RATES 


Without hearing, but consistently with a prior ruling on 
the point, the Commission, by division 4, in Ex Parte No. 102, 
application of American Barge Line Co., in a second supple- 
mental report, has ordered the railroads to join with the barge 
line company, not later than Jan. 25, in the establishment of 
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joint barge-rail and rail-barge-rail rates on cotton from points 
in Arkansas and from Memphis, Tenn., to trunk line and New 
England territories, with the foundation therefor the &reatly 
reduced rates on cotton that went into effect this fall to help 
the railroads in an effort to regain cotton traffic lost by them 
to unregulated truck and water lines, including among the latter 
the American Barge Line Co. Commissioner Mahaffie, dissent. 
ing, said the Commission here needed a record to decide ip. 
telligently. (See Traffic World, Dec. 24.) 

“The persons who claim they will be greatly hurt if the 
petitions (of the barge line) are granted ought to have a 
chance to put the facts before us,” said the disagreeing com. 
missioner. “I would set the applications, when properly veri. 
fied as required by our rules of practice, for hearing.” 

The point about a hearing on the subject was considered 
by Commissioners Meyer and Eastman, the other members of 
division 4 who took part in the disposition of the matter, in 
response, as they said, to “the considerable number of requests 
that these petitions be assigned for hearing.” They pointed 
out that in Procedure Under Barge Line Act, 148 I. C. C. 129, 
a proceeding instituted by the Commission to ascertain the 
meaning and purpose of the Denison act before undertaking 
its administration, the Commission came to the conclusion that 
that act did not authorize hearings as to the differential rates 
referred to therein. The Commission came to the conclusion, 
according to this report, that that act was “an attempt to sub- 
stitute for hearings prior to our orders establishing through 
routes and joint rates, fixing minimum differentials, and pre- 
eeu equitable divisions, subsequent hearings upon com- 
Plaint.” 

This report points out that no petition for reconsideration 
was filed in that proceeding, and that the Denison act made 
provision for possible changes in the level of rates that might 
take place after the original prescription by order of the 
Commission or by agreement of the water carriers and other 
participating carriers. 

“There is no provision for hearings in connection with such 
modifying orders,” says the report, “and to hold prior hearings 
would be inconsistent with the plain intent of the act.” 

The report further pointed out that in the past the Com- 
mission had issued modifying orders without hearing on several 
occasions. It said that in the prior orders in this proceeding 
the Commission had prescribed rates on cotton applicable in 
any quantity corresponding to the application of the rail rates. 

“We are now called on to change those rates in so far as 
they apply on carload shipments of certain minimum weights 
in the light of changes which have been made in the rail rates,” 
continues the report. “The facts upon which we rely in this 
report are verified by the tariffs in our files and by informa- 
tion obtained in connection with other proceedings.” 

The Mahaffie dissent, devoted wholly to the failure of the 
Commission to make a record by means of a hearing, and the 
law on the subject, follows: 


No hearing has been held on these applications. No record is be- 
fore us. The majority action is based on the applicant’s two unveri- 
fied petitions. The all-rail rates here considered are about 50 per 
cent of what we have held to be reasonable maximum rates. Not- 
withstanding this, the majority prescribe minimum differentials 
thereunder for the water-rail routes required. In my judgment, sec- 
tion 3 (e) of the Inland Waterways Corporation Act, read with sec- 
tion 15 (3) of the interstate commerce act and considered in the 
light of the purpose of the Congress as stated in section 500 of the 
transportation act, does not require us to decide a case such as this 
without the benefit of a record. Section 3 (e) provides that on the 
issuance of a certificate of public convenience and necessity we 
shall thereupon, by order, direct all connecting common carriers 
and their connections to join with such water carrier in through 
routes and joint rates with reasonable rules, regulations, and prac- 
tices, as provided in paragraph (3) of section 15 of the interstate 
commerce act, as amended, and the commission shall, in such order, 
fix reasonable minimum differentials between all-rail rates and joint 
rates in connection with said water service to apply until changed 
by order of the commission. Such joint routes, rates, rules, regula- 
tions, and practices may be changed by order of the commission or 
by agreement of the water carriers and the other participating car- 
riers.” We complied fully with this direction at the time the cer- 
tificate issued. I do not understand the provision to require that 
orders be issued without hearing or record on subsequent applications 
not involving a certificate. 

We need a record here in order to decide intelligently. The per- 
sons who claim they will be greatly hurt if the petitions are granted 
ought to have a chance to put the facts before us. I would set the 
applications, when properly verified as required by our rules of prac- 
tice, for hearing. 


The railroads, having declined to join the barge line in 
joint rates based on the heavily reduced carload rates estab- 
lished by them this fall, “because,” as this report says, “of 
competition from unregulated truck and water carriers,” the 
American Barge Line Co. filed petitions seeking orders to 
supplement those issued in the original report in this pro- 
ceeding, 182 I. C. C. 521, requiring the establishment of rail- 
barge-rail rates from all points in Arkansas and barge-rail rates 
from Memphis to all points in Pennsylvania, New York, New 
Jersey, Massachusetts, Rhode Island and Connecticut, applicable 
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yia its line between Memphis and Pittsburgh, based on differ- 
entials under the rail carload rates. The barge line asked. for 
differentials of 9, 10, and 11 cents on groups of minima (each 
minimum being based on the length of the car) of 50,000 to 
30,000 pounds, 35,000 to 55,000 pounds and 25,000 to 40,000 
pounds. The barge line asked for a differential of 10 cents 
under the all-rail rates from Memphis. It urged, according to 
the report, that these proposed differentials were consistent 





























the with the Ex Parte No. 96 formula, since they approximated 20 
Ve a per cent of a theoretical rail rate from Memphis to Pittsburgh 
com- arrived at by reducing the present Memphis-Pittsburgh any 
veri. quantity rate proportionately to the difference between the 

carload and any quantity rates to the east. 
lered While there was no hearing in the ordinary sense of the 
rs of term, the barge line’s application drew answers from railroads 
rr, in and shippers to which the Commission made reference in its 
uests report just as if the petitions and the answers thereto were 
inted treated in the ordinary method of a controversy among parties. 
129, The southwestern lines, the report said, contended that they 


the should not be required to join in the rates proposed by the 


king applicant because the all-rail rates were experimental, limited 
that to expire July 31, 1933, and published only in an endeavor to 
‘ates retrieve traffic lost to unregulated forms of transportation, in- 
Sion, cluding the applcant’s barge line, and were below maximum 
sub- reasonable rates. They pointed out, the report said, that the 
ugh applicant sought rates from all points in Arkansas, whereas 
pre- under the circuity limitations imposed in the original report, 
Om- routes were established only from a limited number of points 
, in Arkansas to the destination territory under consideration. 
tion Similar comments, the report said, were made by the lines 
ade east of the Mississippi with which the applicant competed be- 
ght tween Memphis and Louisville. The east side lines, the report 


the said, denounced the applicant for engaging in what was alleged 
her to be destructive competition with them “by demoralizing the 
rate situation on the Ohio and Mississippi Rivers on coffee, 
ich sugar, cotton and other commodities” through its unregulated 
18s port to port rates. The eastern trunk lines connecting with the 
barge line at Pittsburgh, the Commission said, also opposed the 


m- petitions. All the rail carriers, the report said, urged that 
ral the petitions should not be acted upon except after hearing. 
ng Replies in opposition, the Commission said, were also filed 
sy on behalf of warehouse and compress concerns at Memphis and 
8. southwestern points which considered that a hearing on the 
as proposed differential rates was necessary to protect their in- 
ts terests. An opposing reply to the petition was also filed on 
'» behalf of the American Cotton Manufacturers’ Association and 
1S other organizations representing southern textile manufacturers 
a- who feared that any further reduction in rates available to 


eastern manufacturers would adversely affect the southern 
le mills. Letters and telegrams protesting against the establish- 
le ment of the rates sought by the barge line, and requesting a 
hearing, the report added, were received from the principal 
commercial traffic organizations of Memphis and New Orleans, 
and a cotton cooperative association at Greenwood, Miss. 


After discussing the question of hearing or no hearing, 
hereinbefore described, the Commission said that the all-rail 
rates with which a differential relationship was sought were 
new ones to which the former findings were not controlling. 
It said it became necessary to consider the question in the 
light of present conditions. Continuing the discussion and dis- 
posing of the matter, the Commission said: 


7 orew ee. ¢@ 


It should be noted that applicant is not proposing differentials 

as great as those which would result from applying the formula fol- 
lowed in our former findings, presumably recognizing the depressed 
nature of the base all-rail rates. 
_ The question of the amount of the differentials to be prescribed 
is difficult, and the petitions and replies throw little light upon it. 
Under the law the differentials must be such that the joint rail- 
water transportation to which they relate shall be upon terms reasona- 
bly fair to both rail and water carriers, not designed to divert traffic 
from one or the other but to reflect differences in cost and value of 
service. At the time of the establishment of the all-rail carload 
rates from the Southwest to eastern points, rates of a similar nature 
were established from Arkansas to New Orleans. By agreement be- 
tween the Federal barge lines and the southwestern rail carriers 
barge-rail rates via Memphis were established reflecting the following 
differentials: Minimum 25,000-40,000 pounds (depending on length of 
car), 5 cents; minimum 35,000-55,000 pounds, 3 cents; minimum 50,000- 
80,000 pounds, 2 cents. There are differences between the character 
of the service performed by the applicant and that of the Federal 
lines, some of which applicant points out. The all-rail rates to east- 
ern territory are also higher than those to New Orleans. Therefore 
we think the differentials may be somewhat greater than those gov- 
erning the rates via the Federal lines to New Orleans but less than 
those which the applicant requests, 

Upon further consideration of the matters involved in this pro- 
ceeding we find that the rates heretofore prescribed on cotton, in so 
far as they apply on shipments in carloads, should be changed; that 
rates on cotton, in carloads, from points in Arkansas to points in 
Pennsylvania, New York, New Jersey, Massachusetts, Rhode Island, 
and Connecticut should be established for application only over rail- 
barge-rail routes heretofore prescribed in this ae from and 
to such points, based on the following differentials under the corre- 
sponding all-rail rates, which we find to be reasonable minimum dif- 
ferentials; 8 cents, minimum 25,000-40,000 pounds; 6 cents, minimum 
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35,000-55,000 pounds; 4 cents, minimum 50,000-80,000 pounds. We fur- 
ther find that a barge-rail rate on cotton, in carloads, minimum 37,500 
pounds, from Memphis to the destinations above referred to should 
be established for application only over barge-rail routes heretofore 
prescribed in this proceeding from and to such points based on a 
differential of 6 cents, which we find to be a reasonable minimum 


differential. 
COMMISSION REPORTS 
Rough Stone 

No. 19897, Builders’ Association of Kansas City, Mo., Inc., 
vs. C. B. & Q. et al. By the Commission, On reconsideration, 
prior finding, 159, I. C. C. 333, of undue prejudice as to the rate 
on rough stone, including stone sawed on four sides or less, car- 
loads, Bedford, Ind., limestone district to Kansas City, modified 
so that the finding now is that the rate for the future will be 
unduly prejudicial to the extent it may exceed a rate 4.5 cents 
less than contemporaneously maintained on dressed stone. The 
Commission said that in the period that the present authorized 
emergency increases were added to the rates, the differential 
herein prescribed, to be effective not later than March 30, the 
differential herein prescribed, might be modified accordingly. 
The prior finding made the rate on rough stone 80 per cent of 
the dressed stone rate. 

Grain and Products 


No. 24567, Henry Lichtig & Co. vs. M. P. By Division 3. 
Rates, grain and grain products, points in Kansas and Colorado, 
transited at Kansas City or Lamar, Mo., thence forwarded to 
points in Kansas and Missouri, inapplicable, except where out- 
of-line charges would result from the fact that the transit point 
was not intermediate between point of origin and destination in 
accordance with the conclusions reached on the identical tariff 
provision in Nutrena Feed Mills vs. M. P., 169 I. C. C. 673, the 
report in this case saying that a similar conclusion Was war- 
ranted herein. Reparation awarded. Commissioner Brainerd 


dissented. 





Sheet Iron Nail Bins 


No. 24821, Hugo Manufacturing Co. vs. C. B. & Q. et al. By 
division 3. Carload rate, sheet iron nail bins, Duluth, Minn., to 
Montpelier, O., unreasonable to the extent it exceeded 83 cents 
and unreasonable for the future to the extent it may exceed 50 
per cent of the contemporaneous first class rate, minimum 20,000 
pounds, subject to Rule 34, to which the emergency charge may 
be added. New rate to be effective not later than March 30. 
Reparation of $18.09 awarded. Commissioner Brainerd, dissent- 
ing, said he could see no reason for reducing the rate for the 
future below 55 per cent of first class. 


Blackstrap Molasses 


No. 25223, Albion Molasses Feed Co. vs. C. & N. W. et al. 
By division 2. Rate, blackstrap molasses, in tank cars, Harvey, 
La., to Albion, Neb., unreasonable to the extent it exceeded 49 
cents. Reparation of $664.41 awarded. 
Liquid Asphalt 
No. 25236, West Construction Co. vs. A. C. L. By division 
2. Dismissed. Rate, liquid asphalt, in tank cars, Charleston, 
S. C., to Wesco Siding, N. C., not unreasonable, 


Fourth Section Coal 


Fourth Section Application Nos. 14904 and 14931, coal from 
Alabama. By division 2. By fourth section order No. 11105 ap- 
plicants in No. 14904 authorized to establish and maintain a 
rate of $1.80 on fine coal from considered Louisville & Nashville 
mines in Alabama to Kreole and East Moss Point, Miss., and 
applicants in No. 14931 will be authorized to establish and 
maintain on like traffic to East Moss Point, a rate of $1.80 from 
Southern Railway groups 1, 2, 3, 4, 5, 11 and 12, and $1.90 from 
group 13, over the Southern to Mobile, Gulf, Mobile & Northern 
to Evanston, Miss., thence Mississippi Export, and to maintain 
higher rates to intermediate points, provided that the present 
rates to higher-rated intermediate points shall not be increased 
and shall not exceed the lowest available combination. All 
other and further relief prayed denied. The Commission said 
the rail rates were proposed to regain some of the tonnage lost 
to the government barge line. 


Grain 


I. and S. No. 3760, grain and grain products—southwest to 
California. By the Commission. Report written by Commis- 
sioner Meyer. Finding of justification as to proposed reduced 
rates on grain and grain products from Farley, N. M., Mt. Dora, 
N. M., Clayton, N. M., Amarillo, Tex., and other points in New 
Mexico, Texas and Oklahoma to California and other transcon- 
tinental group destinations, resulting from proposed extension of 
the present group J territory eastward into the present and 
higher rated group H territory. Proposed cancellation of 
through rates over the route through Dodge City not justified. 
The rates from group J are, generally speaking, according to 
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the report, 9 cents lower than from group H. Findings without 
prejudice to further consideration of this adjustment in the re- 
opened Hoch-Smith grain case: Order of suspension vacated and 
proceeding discontinued subject to the understanding that re- 
spondents will promptly restore group H rates over the route 
through Dodge City if desired by interested shippers. Commis- 
sioner Lee, concurring, with Commissioner Lewis joining in 
the former’s expression, said he believed prompt consideration 
should be given to the rates from competing producing districts 
referred to by protestants with a view to establishing the proper 
relationship between rates from those districts and the enlarged 
group J. If piecemeal readjustments of the grain rates in the 
western district were to be made prior to the decision in the 
reopened grain case, he said, they should be of such character 
as to maintain a proper relationship between competing pro- 
ducing districts. 


Oyster Shells and Dust 


No. 22009, Atlantic Shell Co., Inc., et al. vs. A. C. L. et al. 
By the Commission on further hearing. Report written by Com- 
missioner Lewis. Findings in prior report, 169 I. C. C. 663, as 
to rates, oyster shells, whole, and oyster shell dust, Jack- 
sonville, Fla., to points in Georgia, modified. Commission now 
finds the rates are and for the future will be unreasonable to 
the extent they exceed or may exceed the single-line scale of 
rates, minimum 60,000 pounds, prescribed in Falling Spring Lime 
Co. vs. C. & O. 172 I. C. C. 783, on ground limestone from Bar- 
ber, Va., to points in southern classification territory. Author- 
ized emergency charges may be added. 


KENTUCKY ABANDONMENT 


The East Kentucky Southern Railway Co., in Finance No. 
9520, has been authorized by the Commission, division 4, to 
abandon, as to interstate and foreign commerce, its line ex- 
tending from Grayson to Webbville, in Carter and Lawrence 
counties, Ky., approximately 13 miles. A number of applicant’s 
stockholders objected to the granting of the application. The 
Kentucky Railroad Commission, which held the hearing on the 
application for the Commission, recommended that the applica- 
tion be granted. Shipments of coal, farm supplies, produce 
and merchandise in the territory served move by truck, accord- 
ing to the report. 


SLAG FOURTH SECTION 


Examiner H. C. Lawton, in fourth section application No. 
14716, slag from Pennsylvania, filed by W. S. Curlett, for and 
on behalf of carriers defendant in National Slag Co. vs. At- 
lantic City Railroad Co., 181 I. C. C. 699, has recommended 
that the Commission authorize the carriers to establish and 
maintain, over all interstate routes for the transportation of 
slag, from origin points in Pennsylvania to destinations in 
Delaware, Maryland, New Jersey, the Virginias, the District 
of Columbia and New England, the lowest rates applicable over 
any line or route, constructed on the bases prescribed in the 
case mentioned and to maintain higher rates from, to and 
between intermediate points. The proposed authority is to be 
subject to the conditions that the rates, from, to and between 
higher-rated intermediate points shall not exceed rates con- 
structed on the bases prescribed in the slag case; that they 
shall in no case exceed the lowest combinations and shall be 
subject to circuity limitations contained in the 33 1-3, 50, 70 
per cent rule, except that in lieu of the “short line or route” 
in those limitations, there shall be substituted the term “rate- 
making line or route.” 





FINANCE APPLICATIONS 


Finance No. 9510. Reading Co, petition for modification of orders 
heretofore entered in this proceeding so as to authorize applicant to 
withdraw from Reading Co. equipment trust, series N, ten Santa Fe 
locomotives; to reduce $1,080,000, the principal amount of certificates 
to be issued under said equipment trust; to pay the $1,080,000 of cer- 
tificates in twelve semi-annual installments of $90,000 each, beginning 
June 1, 1933, and terminating December 1, 1938, and to sell the cer- 
tificates to Dillon, Reed & Co., the highest bidder, at $100.725 per 
cent plus accrued dividends from December 1, 1932, to date of delivery. 

Finance No. 9776. Atchison, Topeka & Santa Fe Railway Co. 
and Oklahoma Central Railroad Co. asks authority to abandon 39.88 
miles of line extending from Lehigh to Ada Junction, Okla., and 
21.11 miles of line extending from Byars Junction to Purcell, Okla. 
These lines, said applicants, were no longer required for public con- 
venience or necessity; that other transportation facilities were availa- 
ble to the territory affected, and that traffic on which the lines had 
depended had diminished to such an extent that the lines were be- 
ing operated at a loss and that there was no prospect of their future 
profitable operation. 

Finance No. 9771. H. W. Purvis, as receiver of the Savannah and 
Statesboro Railway Co., asks authority to abandon the entire line 
of the Savannah and Statesboro between Cuyler and Statesboro, Ga., 
eae raceme 4 35 miles. Applicant said he sought the authority re- 
quested so that the line might be sold under decree of the district 
court for the southern district of Georgia with authority to the pur- 
chaser to dismantle the line, if no purchaser could be found who 
would operate the line. The line formerly was a part of the Sea- 
board Air Line system. 
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Finance No. 9772. Joint application of Bell Telephone Co. of 
Pennsylvania and the Forest Telephone & Telegraph Co. for ap- 
proval of acquisition by former of property of latter. 

Finance No. 9779. Southern Pacific Co. asks authority to construct 
a spur track or extension from Seghers Station to the Stimson Mil] 
in Washington county, Ore., 2.5 miles. 

Finance No. 9780. Central West Virginia & Southern Railroad 
Co. asks authority to extend maturity of $250,000 of 5 per cent first 
mortgage bonds due January 1, 1933, for period of five years. 

Finance No. 9782. Chicago, St. Paul, Minneapolis & Omaha Rail- 
way Co. asks authority to abandon its branch line between Luverne, 
Minn., and Doon, Ia., 27.63 miles, except that portion thereof northerly 
of said point 1,976 feet southerly from the point of switch on appli- 
cant’s Mitchell-Worthington line, such excepted portion being useful 
and necessary for continued operation as switch track. Territory 
traversed by improved highways and traffic has declined because of 
increased use of motor vehicles. 

Finance No. 9785. Delaware, Lackawanna & Western Railroad 
Co. asks authority to pledge. $1,193,000 of the Oswego & Syracuse 
Railroad Co.’s 5 per cent first and refunding mortgage gold bonds, 
series A; $443,000 of the Valley Railroad Co.’s 5 per cent first and 
refunding mortgage gold bonds, series A; $207,000 of the Greene 
Railroad Co.’s 5 per cent first and refunding mortgage gold bonds, 
series A, for loan of $1,000,000 from Railroad Credit Corporation. 

Finance No. 9781. Texas & New Orleans Railroad Co. and Mor- 
gan’s Louisiana & Texas Railroad & Steamship Co. ask permission 
to abandon freight service and take up, abandon and remove trackage 
between connection with applicants’ Napoleonville branch and Laurel 
Grove and Greenwood Sugar Factories, in parish of Lefourche, La. 


UNCONTESTED FINANCE CASES 


Supplemental report and second supplemental order in F. D. No. 
9510, vacating and setting aside supplemental order of December 2, 
1932, and modifying original order of October 21, 1932, 187 I. C. C. 
659, so as to permit (a) a reduction from $1,800,000 to $1,080,000 in the 
amount of Reading Company equipment-trust certificates, series N, 
in respect of which assumption of obligation and liability has here- 
tofore been authorized, (b) the withdrawal of certain equipment from 
the equipment trust originally proposed and other necessary changes 
therein, (c) certain changes in the maturity of the certificates, and 
(d) their sale at not less than 100.725 and accrued dividends, approved. 

Report and ordér in F. D. No. 9751, authorizing fhe Lehigh Val- 
ley Railroad Company to issue not exceeding $1,000,000 of general 
consolidated mortgage 414 per cent bonds, said bonds to be pledged 
and repledged to and including December 31, 1934, as collateral se- 
curity for short-term notes, approved. ; ; 

Report and order in F. D. No. 9745, authorizing the Lehigh Valley 
Railroad Company to assume obligation and liability, as guarantor 
and indorser, in respect of not exceeding $6,342,000 of 5 year secured 
6 per cent gold notes of the Lehigh Valley Coal Company, of which 
$2,000,000 will be pledged as part of the collateral security for a loan 
from the Reconstruction Finance Corporation, approved. 

Report and order in F. D. No. 9636, authorizing the Yazoo and 
Mississippi Valley Railroad Company to procure the authentication 
and delivery of not exceeding $1,605,000 of 5 per cent gold improvement 
bonds, series Z, in reimbursement for capital expenditures heretofore 
made, approved. 

Report and order in F. D. No. 9648, El Paso & Southwestern 
R. Co. bonds, (1) granting authority to issue $2,962,000 of first and 
refunding mortgage 50-year gold bonds in reimbursement for capital 
expenditures, to be sold at not less than par and the proceeds used 
to repay advances; and (2) deferring action on that part of the ap- 
plication which seeks authority to procure the authentication and 
delivery of $1,319,000 of first and refunding mortgage 50-year gold 
bonds, approved. 

Report and order in F. D. No. 9768, authorizing the Louisiana 
& Arkansas Railway Company (1) to issue and to renew or extend 
from time to time promissory notes aggregating not to exceed $750,000 
at any time outstanding, none of said notes to mature later than 
December 31, 1934; and (2) to pledge and repledge not exceeding 
$104,000 of first mortgage 5 per cent bonds, series A, as collateral 
security for all or any part of said notes, or for any notes issued to the 
Railroad Credit Corporation, approved. 

Report and order in F. D. No. 9730, authorizing the Boston and 
Maine Railroad to issue $7,500,000 of first-mortgage 6 per cent gold 
bonds, series LL, to reimburse the treasury for expenditures for 
additions and betterments and to refund maturing bonds, the new 
bonds to be pledged and repledged from time to time as collateral 
security for short-term notes issued within the limitations of section 
20a (9) of the interstate commerce act, approved. 


EXCESS INCOME REPORTS 


In Finance No. 4817, Chartiers Southern Railway Co. excess 
income, the Commission, by division 1, has tentatively deter- 
mined that the carrier has recapturable excess net railway 
operating income of $269,842.78 made up as follows: 1923, 
$25,785.36 on a value of $1,720,000; $30,081.77 on a value of 
$1,710,000; 1925, $95,709.80 on a value of $1,710,000 and 1926, 
$117,905.85 on a value of $1,700,000. No excess net railway 
operating income was found for 1921. The Chartiers Southern 
was sold to the Monongahela Railway Co. on Jan. 1, 1927. 
The Commission’s order in this report, therefore, has been 
directed to that company. 


SUSPENDED TARIFFS 


In I. and §S. No. 3843 the Commission has suspended from 
December 23 until July 23, schedules in supplement Nos. 76 
and 77 to Chicago, Milwaukee, St. Paul & Pacific, I. C. C. No. 
B-5133. The suspended schedules propose to reduce rates on 
bituminous coal, in carloads, from the Clinton and Linton, Ind., 
districts to Rockford, Freeport, and other destinations in north- 
ern illinois on the C. M. St. P. & P. R. R. The following is 
illustrative, rates in cents a ton of 2,000 pounds: 


From Clinton to Elgin, Ill., present 180, proposed 170; Rockford, 
Ill., present 187, proposed 170. From Linton to Elgin, Ill., present 185, 
proposed 175; Rockford, Ill., present 192, proposed 175. 
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FIFTEEN PER CENT CASE, 1931 
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All the characteristics of a hotly contested general rate 
case were exhibited by the railroads when, on Dec. 28, the 
Commission, by division 7, began a hearing on the applica- 
tion of the carriers in the Fifteen Per Cent Case, 1931, ex parte 
103, for a continuance of the emergency rates or surcharges 
beyond March 31, their expiration date. However, there was 
no evidence at the initial hearing that any shippers or com- 
munities intended to oppose the application. A number of 
attorneys usually employed to represent shippers were in the 
relatively small audience. Not one of them asked a question 
on cross-examination of carrier witnesses at that initial session. 
The state commissions were also represented by John E. Ben- 
ton, general solicitor of the National Association of Railroad 
and Utilities Commissioners, but he did not take part in the 
initial proceedings. 

The hearing was limited to the presentation of views by 
the carriers but all witnesses were subject to cross-examination. 
Examiner G. H. Mattingly, assigned to attend the hearing and 
receive requests from those who desired to be heard, had re- 
ceived requests from grain and grain products, mixed feed and 
linseed cake and meal interests in the Minneapolis, Minn., terri- 
tory, but no arrangements had been made at the initial hear- 
ing for receiving testimony from them. They expressed the 
desire to have a hearing at Minneapolis. No plans, however, 
had been made for further hearings when the carriers began 
presenting their testimony. 

The original case having been heard cooperatively with 
representatives of the state commissions, the reopened case 
was handled in the same way. Chairman Walker, of the Okla- 
homa commission, Commissioner McDonald of the Oklahoma 
commission and Commissioner Trafton of the Maine body sat 
with the members of division 7. The latter igs composed of 
Commissioners Meyer, Porter, Eastman, Lewis and Lee. 

Two facts stood out at the initial session. They were 
that in the first ten months of this year the railroads had paid 
out in taxes forty cents out of every dollar of net operating 
revenue. That fact was brought out by Dr. Julius H. Parmelee, 
director of the Bureau of Railway Economics, the first witness 
for the railroads. 

The second fact was the opinion of D. T. Lawrence, chair- 
man of the Traffic Executives’ Association of the eastern dis- 
trict, that an inquirer could find the most inconsistent truck 
rates imaginable. Therefore, he pointed out that the question 
for a traffic executive to consider was not what a given com- 
modity should contribute to the upkeep of a railroad but what 
could be obtained from it. He suggested that a little profit 
on a low rate on some business was better for a railroad than 
no profit at all. That opinion was brought out in the course 
of a large number of questions asked by Commissioners Meyer, 
Porter and Eastman about reductions that had been made in 
Official classification territory since the Commission permitted 
the imposition of surcharges, in many instances the reductions 
being greater than the amount of the surcharges. 

One of the inconsistencies mentioned were rates on cata- 
logues lower than on magazines although the transportation 
characteristics were the same. Mr. Lawrence stated as a curi- 
ous fact that there were truck rates on catalogues from a 
point in New Jersey to St. Louis, Chicago and Detroit. 

Dr. Parmelee, the first witness in behalf of the application 
for a continuance of the surcharges unburdened with the re- 
quirement to pool the revenues therefrom, presented statistical 
data which were summarized as follows: 


_ 1. The traffic and revenues of the carriers have shown a con- 
tinuous and progressive decline since 1929, 

2. Total operating revenues of railways of Class I were nearly 
one billion dollars less in 1930 than in 1929. The total operating 
revenues were more than a billion dollars less in 1931 than in 1930, and 
they decined further, during the first ten months of 1932, by a total 
of $968,000,000 under the corresponding period of 1931. If the same 
rate of decrease continues to the end of the year 1932, total operating 
revenues for the present year will be less than in 1929 by nearly 
three and a quarter billion dollars, or more than fifty per cent. 

3. Net railway operating income of railways of Class I aggre- 

gated $1,251,698,000 in 1929. This was equivalent to a rate of return 
of 4.81 per cent on their property investment. This rate of return 
declined to 3.27 per cent in 1930, declined again to 1.99 per cent in 
1931, and has still further declined in 1932, the rate for the first ten 
months of the present year being 1.15 per cent. 
.. .4. The carriers as a whole have failed to earn their fixed charges 
in 1932 by a considerable margin. The net deficit amounted to $169,- 
000,000 during the first nine months of 1932, and appears likely to 
approach $200,000,000 for the year as_a whole. During these nine 
months, 122 roads operated at a loss. These roads cover a mileage of 
187,921, or 77.6 per cent of the total mileage of Class I, and their de- 
ficit in respect to meeting their fixed charges aggregated $231,509,000. 
For the same nine months, after deducting the revenues from the 
emergency rates, a total of 128 roads, covering a mileage of 200,848, 
or 82.9 per cent of the total, reported a deficit, and the deficit they 
reported amounted to $265,019,000. 

. Freight traffic for the year 1931, expressed in terms of revenue 
carloadings, was 28.6 per cent under the average of the five years 


The Traffic World 





PAGE 1281 









from 1925 to 1929. Revenue carloadings for the first 49 weeks of 
1932 were 24.9 per cent under the corresponding period of 1931, and 
oa cent under the corresponding periods of the five years ended in 


As before stated, Dr. Parmelee told the commission that 
the railroads in 1932 paid forty cents in taxes out of each 
dollar of net operating revenue. 

“This means,” he said, “that two-fifths of the rail trans- 
portation properties of the United States were operated in 1932 
for the benefit of state, federal and local governments.” 

Continuing, Dr. Parmelee, in part said: 


The declines in rail revenues that occurred in 1930 and 1931 have 
continued in 1932. At the same time, the carriers have made large 
reductions in operating expenses, but as they were unable to match 
each dollar of lost revenue with a corresponding reduction in expenses, 
net railway operating income declined to a much greater relative de- 
gree than did revenues. 

For the United States as a whole, operating revenues during 
these ten months of 1932 declined 26.9 per cent under 1931. Freight 
revenue fell 26.5 per cent and passenger revenue 32.1 per cent. 

Operating expenses were reduced 26.3 per cent, the heaviest re- 
duction being 34.7 per cent in maintenance of way. Maintenace of 
equipmet expenses were reduced 25.8 per cent, and trasportation ex- 
penses 25.6 per cent. Net railway operating income declined from 
$464,250,000 in the first ten months of 1931 to $259,535,000 in the corre- 
sonding’ period of 1932, This was a decrease of $204,715,000 or 44.1 
per cent. 

There are 162 Class I roads or systems, including large switching 
and terminal companies, operating 242,186 miles of line, that reported 
information as to their complete fixed charges and net income to the 
Interstate Commerce Commission for the first nine months of this 
year. These carriers for the first nine months of 1932 failed as a 
whole to earn their fixed charges by $168,997,000. These same car- 
riers reported a net income after fixed charges, for the first nine 
months of 1931, totaling $84,366,000. Out of the total of 162 carriers, 
122 reported a deficit after fixed charges, which for these carriers, 
for the first nine months of 1932, totaled $231,509,000. These carriers 
cogent 187,921 miles of line, or 77.6 per cent of the total Class I 
mileage. 

After deducting the revenues from the emergency rates, there 
were 128 roads in the “red’’ during the first nine months of 1932, and 
showed a total net deficit of $265,019,000. These 128 roads operate 
82.9 per cent of the total mileage of Class I carriers and large switch- 
ing and terminal companies, 

Only thirty Class I railroads, who participate in the Marshalling 
and Distributing Plan, 1931, earned a net income in excess of their 
fixed charges, for the first nine months of 1932. 

The receipts from emergency rates reported by the Class I steam 
roads of the United States as a whole, first ten months of 1932, were 
2.6 per cent of the aggregate gross freight revenue of the carriers. 
Compared to net railway operating income, the total emergency 
revenue was equivalent to 20.2 per cent. 

It is clear that a substantial portion gf the net railway operating 
income earned in 1932 was contributed by the emergency revenue, and 
that the net operating income would have been greatly reduced had 
not these emergency revenues been received. 


E. G. Buckland, chairman of the New Haven, and president 
of the Railroad Credit Corporation, the company that receives 
the pooled surcharges from the railroads parties to it, reported 
that in the ten months ended with October, the railroads had 
received as cash proceeds from the surcharges $52,205,224.91. 
In that same period they paid over to the credit corporation 
$51,891,039.66, the difference in the sums being due to the fact 
that forty days elapse between the time the proceeds from the 
surcharges are reported and the time they are paid to the credit 
company. 

Mr. Lawrence submitted exhibits showing the application of 
the surcharges in eastern territory; the changes made in them 
on specific commodities or in their descriptions; the basic rates 
reduced sufficiently to make the basic rates plus the emergency 
charge equal the former basic rates; and other things of that 
same general sort, 

“There isn’t any sense in this truck competition,” said Mr. 
Lawrence in answer to a question as his thought on a situation 
in which the rates on cheese were higher than on grapes. In 
answer to questions by H. J. Hart, of the Bangor & Aroostook, 
Mr. Lawrence said the carriers were devoting a great deal of 
attention to the disappearance of traffic and to its regaining. 
He said that many of the inconsistencies in rates were due to 
the fourth section. His opinion was that failure to continue the 
surcharges would result in a material reduction in revenues. 
He also expressed the belief that the surcharges were not un- 
reasonably high, as a rule, although there might be isolated 
instances where they were. 


Hearing Ends 


The hearing was brought to an end in one day. Mr. Meyer, 
in adjourning the hearing, said that he could not say whether 
there would be any further hearing or if there were when it 
would be. The Commission, he said, would make a public an- 
nouncement as to any further hearing if one were found neces- 
sary or desirable. Only a few requests for oral hearing, he 
said, had been received. 

Testimony similar to that given by Mr. Lawrence for Official 
Territory railroads was submitted at the afternoon hearing by 
J. E. Tilford, chairman of the Southern Freight Association in 
behalf of the southern lines, and by E. B. Boyd, chairman of 
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the Western Trunk Line Committee for all the railroads in 
western classification territory. 

Views of railroad executives in favor of the continuance of 
the surcharges were expressed in behalf of eastern railroads by 
Daniel Willard, president of the Baltimore & Ohio; Paul Shoup, 
vice-chairman of the Southern Pacific, for the western railroads, 
and W. R. Cole, president ef the Louisville & Nashville, for the 
southern railroads. Mr, Cole was not able to be present, so his 
views were embodied in an affidavit to the submission of which 
there was no objection. 

Members of the Commission subjected Messrs. Tilford and 
Boyd to some cross-examination on the exhibits submitted by 
them showing the application of the emergency charges, state 
and interstate, and the changes made in them. In a general way 
they said that such changes as had been made were forced by 
the feeling of necessity on the part of traffic executives that 
they needed to do something to retain or regain traffic subjected 
to competition by trucks and carriers by water. 

Answering a question by W. A. Northcutt, general solicitor 
of the Louisville & Nashville, Mr. Tilford said that railroad 
traffic executives had been and were very alert about truck and 
water competition. The witness, in answer to a question by 
Chairman Porter based on the fact that there were fourteen 
pages of reductions in the southern territory in one of the 
Tilford exhibits, said that there were more reductions in that 
part of the country because the level of the rates was higher 
and that therefore the trucks and water carriers had more oppor- 
tunities to cut under the rail rates. Mr. Tilford, however, said 
that the reductions were on only a small percentage of the 
traffic volume. The low level of rates on soap, a commodity 
that had received much attention from the bench, Mr. Tilford 
said, represented the judgment of traffic executives as to what 
was needed to hold the traffic to the rails. 


Among some of the causes assigned by Mr. Boyd for rate 
reductions by western railroads was Panama canal competition, 
cuts of that character being in the so-called overland rates. Both 
traffic organization chairmen expressed the belief that the rates 
in their territories were reasonable, especially in view of the 
fact that they were less than the class rates prescribed by 
the Commission. 


“If we could get the class rates prescribed by the Commis- 
sion in No. 17000, part 2,” said Mr. Boyd, “we would not need 
the surcharges.” 


Feathers of Lame Ducks 


Among reductions shown by Mr. Boyd were those on goose 
and duck feathers from Wisconsin to Iowa, of which he said 
there was a heavy movement. 

“The movement of duck feathers has increased since elec- 
tion,” was an interrogative suggestion from Alfred P. Thom. 
Mr. Boyd had no answer for that. 


Mr. Willard, speaking generally for the eastern railroads 
and particularly for the Baltimore & Ohio, said that the need 
for revenue by the railroads was greater now than a year ago 
when the Commission allowed the imposition of the surcharges. 
Last year, he said, the Baltimore & Ohio was able to earn its 
fixed charges and have $3,500,000 left over. This year, he said, 
the company would fall short about $6,500,000 of earning its 
fixed charges. If the surcharges were taken off, he added, the 
Baltimore & Ohio would be about $10,000,000 behind, his esti- 
mate being that the surcharge would give the company about 
$3,000,000. That sum, he said, would be net. If the company 
were to lose the surcharges, he said, it would have to take in 
about $10,000,000 of gross to replace the sum brought in by the 
surcharges. 

Answering questions by Mr. Thom, Mr. Willard said he 
trusted the railroads were watching the matter of competition 
by trucks and carriers by water. He said he knew that they 
were watching the competition closely and taking steps to meet 
it at many points. 

Commissioner Eastman wanted to know whether Mr. Wil- 
lard could see any reason why the Chesapeake & Ohio and 
Norfolk & Western should have the surcharges except to help 
other carriers. Mr. Willard said he thought the question an- 
swered itself. But he suggested that railroads had to have 
uniform rates. Mr. Eastman asked about the Allegheny Cor- 
poration but Mr. Willard said he had no opinion on that. 

Mr. Shoup estimated the return from the surcharges to the 
Southern Pacific in eight months was $1,840,000 and would be 
$2,200,000 for a whole year. His opinion was that the Southern 
Pacific had not lost any substantial amount of business by 
reason of the surcharges. 

In his affidavit, Mr. Cole estimated that the return to the 
L. & N. by reason of the surcharges had been $1,146,864 in ten 
months, and that in eight months the railroads in the south had 
received $4,910,412. The surcharges, he said, had become em- 
bedded in the southern rate structure and that there was an 
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urgent need for their continuance. One southern railroad, wity 
the surcharges, he said, had earned its fixed charges. All other 
southern railroads, he said, had failed and twenty-five per cent 
of the mileage was in receivership. Elimination of the sur. 
charges, he said, would cost his road $100,000 a month and the 
southern railroads, as a unit, $400,000 in a month. 

The executive committee of the National Industria] 
Traffic League voted against the League taking any part in the 
case. The question, as placed before the committee, as stateq 
in a League bulletin, was whether or not the League should 
take any action to prevent a possible extension of the emergency 
rates after March 31. The committee voted to take no action, 
The League membership, therefore, was notified so that mem. 
bers might arrange to protect, as the announcement on the 
subject says, their individual interests. 


PETITIONS FOR REHEARING, ETC, 


No. 19890, U. S. Phosphoric Products Corporation vs. B. A. & P 
et al and cases grouped therewith. Southern carriers ask reopening. 
consolidation, rehearing and further consideration. ; 

No. 24509, Port Gibson Oil Works, Inc., vs. L. & A. et al. De- 
fendants, Louisiana & Arkansas, Texas & Pacific, New Orleans, Texas 
& Mexico, and Missouri Pacific, in a second supplemental petition 
ask reopening and reconsideration by entire Commission or, in the 
alternative, rehearing hereof upon question of reasonableness of 
rates charged and reparation due. 

No. 19938, International Agricultural Corporation et al. vs. L C. 
et al. Southern carriers ask reopening, consolidation, rehearing and 
further consideration hereof. 

No. 22907, Industrial Sand Cases of 1930. Terre Haute Chamber 
of Commerce, a complainant herein, asks reopening hereof for re- 
hearing and reargument with regard to rates for the future only. 

_ No. 25642, Louisiana Southern Railway vs. New Orleans Ter- 
minal Co. et al. Southern Railway, defendant herein, asks that com- 
— onpinet % Se. Seas. » 

oO. 642, uisiana_ Southern vs. New Orleans Termina 
et al. New Orleans Terminal Co., defendant, asks the boeae 
mission to dismiss the complaint herein against it upon the ground 
that an order requiring it to open the use of its facilities to the 
pe ge nen - _—, for Pte —— it of its property without 
process 0 aw, in violation of the fifth amen 
cgnstitution of the United States. ee ee 

No. 24453, General Motors Corporation et al. vs. A. A. et al. 
Complainants ask reconsideration of decision herein. 

_ |. & S. 3725 and 3747, Bones, from, to and between southern 
points. Southern carriers, respondents, ask reopening, consolidation 
with reopened I. & S,. 3151, Fertilizer and Fertilizer materials, and 
further hearing and consideration. c 

Oo. - Intenational Agricultural Corporation et al. vs. C. & 
I. M, et al. and 24052, Ware Bros. Agency vs. B. & O. etal. Southern 
carriers, defendants, ask reopening, consolidation, rehearing and 
further consideration. 

No. 25147, George K. Hale Manufacturing Co. et al. vs. Alton 
et al. Southern carriers, defendants herein, ask reopening, consolida- 
tion, rehearing and further consideration. 

No. 22102 (and Sub. 1), Cherry-Burrell Corporation et al. vs. 
A. T. & S. F. et al., and cases grouped therewith. The C. B. & Q. 
and Wabash, defendants herein, ask modification of Commissioner’s 
report and order of May 25, 1931. 

No. 22041, American Cyanamid Co, vs. A. A. et al. and No. 22042, 
Same vs. A. C. & Y. et al. Southern carriers, defendants, ask 
reopening, consolidation, rehearing and further consideration. 

No. 24309, Malleable Iron Range Co. vs. C. M. St. P. & P. et al. 
Cc. M. St. P. & P., one of the defendants herein, asks reopening, 
ee rehearing or reargument, and a modification of the 
order. 

No. 24608, Sewerage Commission of the City of Milwaukee et al. 
vs. A. & R, et al. Southern carriers, defendants herein, ask reopen- 
ing, consolidation, rehearing and further consideration. 

No. 16295, Fertilizer and fertilizer materials between southern 
points. Southern carriers, parties hereto, ask reopening, consolida- 
tion, rehearing, and further consideration of report and order. 

No. 25051, Farmers Fertilizer Co., Inc., et al. vs. B. & O. 
Southern carriers, defendants herein, ask reopening, 
rehearing and further consideration. 

No, 22981, American Cyanamid Co. vs. A. & R. et al. Southern 
carriers, defendants herein, ask for consolidation with I. & S. 3151, 
Fertilizer and fertilizers, 

No. 23177 and Sub. 1, Carolina Button Corporation vs. A. & Y. 
et al. Southern carriers, defendants herein, ask reopening, consolida- 
tion, rehearing and further consideration. 

No. 22537, By-Products Coke Corporation et al. vs. A. & R. et al. 
Southern carriers defendants herein, ask reopening, consolidation, 
rehearing and further consideration. 

No. 22907, In re Industrial Sand Cases, 1930, and related cases, 
and No. 23912, Malleable Iron Range Co. vs. A. A. et al. C. M. 
st. P. & P., C. & N. W., and M. St. P. & S. S. M., ask modification 
and changing of order entered herein October 4, .1932, so that its 
order will be in keeping with and include only the territory covered 
by the report in said case reported in 188 I. C. C. 99. 

No. 25611, Pan American Feed Co. vs. C. B. & Q. etal. C. BL & 
Q., one of defendants herein, asks the dismissal of the complaint 
in so far as it presents an attack upon the rates to destinations not 
served by defendants or any of them. 

No, 24252 (and Sub. 1), George K. Hale Manufacturing Co. et al. 
vs. A. & Y. et al., and No. 24172, Carolina Button Corporation vs. 
A. A. et al. Southern carriers, defendants herein, ask reopening, 
consolidation, rehearing and further consideration. 

No. 23715, Read Phosphate Co. vs. A. T. & S. F. et al. Southern 
carriers, defendants herein, ask reopening, consolidation, rehearing 
and further consideration. 

No. 24211, Stewart Inso Board Co. et al. vs. A. T. & S. F. et al. 
Complainant asks reopening and reconsideration by entire Commis- 
sion upon record as made. 

Finance No. 9032, Marianna & Blountstown acquisition and con- 
struction. Applicant asks extension of time within which construc- 
tion shall commence for a _ period of ninety days from January I, 1933. 

Finance No. 7956, In the matter of application of Ozark and. Phil- 
pott Valley for an extension of time to finish construction of rail- 
road. Applicant asks that time for completion of construction be 
extended from December 31, 1932, to December 31, 1933. 
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Loss and Damage Decisions 
Cases Recently Decided by State and Federal Courts 
(Digests taken from Reporters and Digests of National Reporter System, 


ublished by West Publishing Co., St. Paul, Minn. Copyright, 
1932, by West Publishing Co.) 





(Supreme Court of Florida.) Liability for damage to in- 
terstate shipments under through bills of lading depends on acts 
of Congress, contract, and common law as enforced by federal 
courts (Carmack Amendment, 49 USCA, sec. 20 (11, 12)). 
(American Ry. Express Co. vs. Fegenbush, 144 So. Rep. 320.) 

Carmack Amendment to Interstate Commerce Act held to 
repose in initial carrier unity of responsibility for entire trans- 
portation (Carmack Amendment, 49 USCA, sec. 20 (11, 12)).— 
Ibid. 

Bill of lading issued by initial carrier on interstate ship- 
ment governs entire transportation and fixes obligation of par- 
ticipating carriers to extent applicable and valid.—lIbid. 

Except as to act of God, public enemy, shipper, or public 
authority, in absence of contrary contract, carrier is generally 
insurer of ordinary shipments of inanimate goods.—lIbid. 

Carrier is not insurer against loss caused by inherent 
nature, vice, or infirmity of goods shipped.—lIbid. 

Under federal rule, when carrier shows damage resulted 
from inherent infirmity of goods transported under circum- 
stances not shown to be negligent, burden of proving negligence 
rests on shipper.—Ibid. 

That beans were received by carrier in good order, trans- 
ported on schedule time and delivered in bad condition, created 
presumption that damage was caused by carrier’s negligence. 
—Ibid. 

Presumption that shipment received by carrier in good con- 
dition and delivered in bad condition was caused by carrier’s 
negligence is. rebuttable only by preponderance of evidence.— 
Ibid. 

Carrier of fruit and vegetables must exercise reasonable 
care, taking into consideration character of commodity, condi- 
tion of weather, and time necessary to complete transportation. 
—Ibid. : 

Whether beans were diseased when shipped or whether dam- 
age at destination was caused by overheating in transit held 
for jury.—Ibid. 

In certiorari, Supreme Court does not weigh evidence unless 
wrong rule of law is enforced as to its application.—Ibid. 

Evidence held to overcome presumption damage to lettuce 
was caused by carrier’s negligence. 

Evidence disclosed that lettuce was delivered to carrier in 
good condition, that it was delivered to consignee in bad con- 
dition, but that it was transported without negligence by car- 
rier in dry refrigeration which could not be artificially heated. 
—Ibid. 

That portion of indivisible judgment was improper required 
Supreme Court, on certiorari, to quash entire judgment.—lIbid. 





Miscellaneous Decisions 


Traffic Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter System, 
published by West Publishing Co., St. Paul, Minn. Copyright, 
1932, by West Publishing Co.) 





REGULATION OF COMMON CARRIERS 


(District Court, S. D., New York.) Phrase “operate any 
line of railroad,” within section requiring certificate from Inter- 
state Commerce Commission, embraces any railroad having in- 
terstate relations that runs its trains over lines of another 
under trackage agreement entered into between two roads (In- 
terstate Commerce Act, sec. 1 (18), 49 USCA, sec. 1 (18)). 
(Transit Commission vs. United States, 1 Fed. Supp. 595). 

Interstate Commerce Commission could attach conditions to 
certificate approving trackage agreement between Pennsylvania 
and Long Island Railroads (Interstate Commerce Act, sec. 1 
(18, 20), 49 USCA, sec. 1 (18, 20) ).—Ibid. 

Interstate Commerce Commission, and not New York Transit 
Commission, had jurisdiction over trackage agreement between 
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Pennsylvania and Long Island Railroads (Interstate Commerce 
Act, sec. 1 (18), 49 USCA, sec. 1 (18) ).—lIbid. 





(Court of Appeal of Louisiana. Second Circuit.) Carrier’s 
privilege must be clearly alleged and proved, and strictly con- 
strued. (Green vs. Hawkins & Antoon, 144 So. Rep. 271.) 

Plaintiff’s petition in suit to recover money due for haul- 
ing materials and supplies to and from oil wells held sufficient 
as basis for carrier’s privilege.—lIbid. 





(Commission of Appeals of Texas, Section A.) Allowance 
to holder of claim for lost or damaged freight, for statutory 
attorney’s fees, is limited to reasonable attorney’s fees, not ex- 
ceeding $20, where attorney is actually employed (Rev. St. 1925, 
art. 2226). (Gulf, C. & S. F. Ry. Co. vs. Pearlstone Mill & 
Elevator Co., 53 S. W. (2d) 1001.) 

Holder of claim for lost or damaged freight, to be entitled 
to statutory attorney’s fees, must obtain judgment for full 
amount of claim as presented (Rev. St. 1925, art. 2226).—Ibid. 

Where several claims for lost or damaged freight are con- 
solidated and tried together, determination of reasonable 
statutory attorney’s fee is question for court or jury, taking 
into consideration aggregate amount of claims and time em- 
ployed in procuring testimony and trying case (Rev. St. 1925, 
art. 2226).—Ibid. 





Shipping Decisions 
Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter System, 
published by West Publishing Co., St. Paul, Minn. Copyright, 
1932, by West Publishing Co.) 





(Circuit Court of Appeals, First Circuit.) Market value 
rule is inapplicable in determining damages for delayed delivery 
of cargo when not nearest practicable approach to ascertainment 
of actual loss. (United States vs. Palmer & Parker Co., 61 
Fed. Rep. 455.) 

Corporation importing mahogany logs for manufacture and 
sale in manufactured form cannot recover market value thereof 
as damages for delayed delivery, especially in absence of sub- 
stantial market therefor; damage being limited to resulting 
diminution in price received for manufactured mahogany.— 
Ibid. 

Burden was on corporation, suing for damages from delayed 
pe of mahogany logs imported by it, to prove its damages. 

Evidence of effect of possible sale of mahogany logs when 
they should have or did arrive held inadmissible on question 
of damages for delayed delivery to corporation importing them 
for manufacture.—lIbid. 


Corporation importing mahogany logs for manufacture could 
recover damages for injury thereto in quality by unduly pro- 
longed voyage.—lIbid. 

Evidence of contracts to purchase manufactured mahogany 
from corporation importing mahogany logs held competent in 
its action for damages from delayed delivery thereof.—lIbid. 

Loss of good will because of delayed delivery of mahogany 
logs, imported by corporation to fill orders for manufactured 
mahogany, held too remote and speculative to warrant recovery 
of damages therefor. 

Charterer of United States vessel under charter party giv- 
ing owner lien on sub-freights and prohibiting transfer of char- 
terer’s rights without owner’s written consent had no right to 
assign freight money as security.—Ibid. 

Bank not inquiring as to vessel’s ownership, shown by four 
publie records, or charterer’s right to assign charter party, re- 
quired to be among ship’s papers, at time of taking assignment 
thereof, held not bona fide holder for value without notice, 
though charter party not recorded.—Ibid. 

Charterer of vessel, with option to purchase on ten days’ 
written notice, which was not given, was not “purchaser in 
possession,’ so as to entitle assignee of charter party to over- 
ride owner’s reserved lien on subfreights.—Ibid. 

Rights of United States under charter party, giving it lien 
on subfreights and prohibiting transfer of charter’s rights with- 
out its written consent, held not in abeyance pending its re- 
possession of vessel.—Ibid. 

Importer of mahogany logs for manufacture cannot recover 
amount lost on sales of manufactured mahognay at less than 
market prices shown as damages for delay in delivering cargo. 
—Ibid. 

Burden ‘was on importer, suing for damages by delay in 
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delivering mahogany logs, to show that reduction of prices 
under contract for sale of manufactured mahogany was caused 
by delay.—Ibid. 

Importer, allowed difference in market value of manufac- 
tured mahogany as damages for delay in delivering mahogany 
logs, cannot recover interest on cost of cargo and prepaid 
freight.—Ibid. 

Reduction in agreed prices of manufactured mahogany did 
not make market value thereof at comparable dates inapplicable 
test in determining damages for delay in delivering mahogany 
logs.—Ibid. 





(District Court, W. D. Washington, N. D.) On delivery and 
storage of cargo on shipboard, the ship becomes bound to cargo 
and cargo to ship. (The Pacific Spruce, 1 Fed. Supp. 593.) 


A common ship carrying cargo for hire is bound to receive 
and carry tendered cargo for just compensation over its regular 
route, and transport it without unreasonable delay.—Ibid. 

For failure of common carrier by water to receive and carry 
tendered cargo for just compensation, or to transport it without 
unreasonable delay, shipper may elect to sue ship in tort, or 
pursue his remedy on contract.—Ibid. 

Relation between shipper and ship rests upon law and con- 
tract, and, in shipper’s action in tort, contractual relations are 
stated by way of inducement only.—lIbid. 

Aside from contractual relations, shipper has action in tort 
for neglect of common carrier by water to carry pursuant to 
duty imposed by law.—Ibid. 

Idle waste of time after vessel completes purposes for which 
she entered port is a “deviation” that ends contract and raises 
tort liability.—Ibid. 

Exemption for damages arising from seizure under legal 
process held not to apply where vessel is constructively un- 
seaworthy and financially unable to perform undertaking, does 
not make voyage after unreasonable delay, and negligently dam- 
ages cargo (Harter Act, sec. 3 (46 USCA, sec. 192)).—Ibid. 





COMMISSION ORDERS 


Finance No. 9709, Application of Ft, Benning Railroad for a cer- 
tificate to acquire and operate a line of railroad extending from Ft. 
Benning to Ft. Benning Jct., in Muscogee and Chattahoochee Counties, 
Ga. Central of Georgia Railway permitted to intervene. 

No. 25639, Illinois Silica Sand Traffic Bureau vs. A. & W. et al. 
Illinois Commerce Commission permitted to intervene. 

No. 25610, National Bridge 7. & & F. al. 
The Philip Carey Co. permitted to intervene. 

Fourth Section Application No. 14080, Transcontinental east- 
bound sugar. Fourth Section Application No. 14080, Transcontinental 
Eastbound Sugar, 186 I. C. C. 523, is reopened and assigned for re- 
argument at such time and place as the Commission may hereafter 
designate and petition on behalf of applicants for reopening of this 
proceeding for further hearing and oral argument in connection with 
applications Nos. 14574, 14804, and 14816, or, as an alternative, that it 
be reopened for reconsideration by, and argument before, the entire 
Commission, denied in all other respects. 

No. 21585 ge ogee Associated Industries vs. A. & R. et al., 
and No. 23030, West Virginia Brick Co. vs. A. S. et al. Order en- 
tered herein on October 5, 1932, which was by its terms made effec- 
tive on or before January 19, 1933, is modified to become effective 
on February 18, 1933, upon not less than 30 days’ notice instead of 


January 19, 1 
Mass., et al. vs. B. & M. 


aterial Co. vs. A. 


933. 

No, 25283 (Sub. 1), Mayor of Medford 
et al. Complaint dismissed upon complainants’ request, 

No. 25110 (and Sub. 1), Downington Paper Co. vs. Pennsylvania. 
Complaint dismissed upon complainants’ request. 

Upon complainant’s request, the Commission has dismissed the 
complaint under No. 25176, Montana Horse Products Co. vs. C. & N. 
W. et al, No. 1, H. Stacy Smith vs. Southern et al., and 
No. 26561, United States of America vs. C. C. C. & St. L. et al. 

Upon complainants’ request, the Commission has dismissed the 
we om in No. 25401, Tallulah Oil Mill & Gin Co. et al. vs. A. G 

. et al. 

No. 23476, Smith & Scott, Inc., vs. A. T. & S. F. et al., and 
cases grouped therewith. Proceedings reopened for reconsideration, 
and petition of complainants for reopening and reconsideration by 
Commission or for reopening for the presentation of further evidence; 
separate petition of complainant, Smith & Scott, Inc., for reopening 
and reconsideration by Commission or for reopening for presentation 
of further evidence; and petition of defendants to modify the report 
herein, denied, in all other respects. 

No. 21999, West Coast Lumbermen’s Association et al. vs. A. 
Cc. & ¥. & al., No. 22087, California White & Sugar Pine Manufac- 
turers Association vs. A. C. & Y. et al. and No. 22314, California Red- 
wood Association vs. A. C. & Y. et al. Southern Pine Association is 
permitted to file within 20 days from date hereof, viz., December 
23rd, supplmental brief on the question of prejudice and preference as 
to rates to destinations east and west of Illinois-Indiana state line. 

Finance No. 9373, Norfolk & Western proposed abandonment. 
Proceeding reopened, and application is assigned for further hearing 
at a time and place to be fixed. 

Finance No. 7025, Western Pacific California construction, and 
Finance No. 7364, Western Pacific acquisition and operation. Time 
prescribed in certificate in Finance No. 7025, within which the 
Western Pacific California shall commence and complete construc- 
tion of line of railroad therein authorized is further extended to 
January 1, 1934, and January 1, 1936, respectively. 

Finance No. 9283, San Antonio Aransas Pass et al. abandon- 
ment. The first ordering paragraph in the certificate of public con- 
venience and necessity issued herein on November 28, 1932, is modified 
to read as follows: It is ordered, that this certificate shall take effect 
and be in force from and after 30 days from its date. Tariffs may 
be canceled upon notice to this commission and to the general pub- 
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lic by not less than 5 days’ filing and posting in the manner pre- 
scribed in section 6 of the interstate commerce act. 

No. 22315, Liberty Lime & Stone Co., Inc. vs. A. & R. et a} 
Order further modified to become effective on January 23, 1933, upon 
not less than 15 days’ notice instead of December 30, 1932. 

No. 13857, Chamber of Commerce of Selma, Ala., vs. A. G. S. et a) 
Effective date of order postponed until March 31, 1933, in so far as 
said order embraces commodities included in the suspension orders 
in I. & S. 3234, fresh meats and packing house products to, from, ang 
between points in southern territory. 


FERTILIZER REHEARING SOUGHT 


Southern carriers have petitioned the Commission to re. 
open, rehear, and further consider I. and S. No. 3151, fertilizer 
and fertilizer materials between Mississippi Valley territory 
and points north of the Ohio River, embracing also the fol- 
lowing cases: No. 19890, U. S. Phosphoric Products Corporation 
vs. B. A. & P., No. 20406, Virginia-Carolina Chemical Corpora- 
tion vs. B. A. & P., No. 20190, Armour Fertilizer Works vs. B. A. 
& P., No. 19938, International Agricultural Corporation vs. I. C., 
No. 22537, By-Products Coke Corporation vs. A. & R., No. 22041, 
American Cyanamid Co. vs. A. A., No. 22042, American Cyana- 
mid Co. vs. A. C. & Y., No. 23504, Internatinoal Agricultural 
Corporation vs. C. & I. M., No. 24052, Ware Brothers’ Agency 
vs. B. & O., No. 23177, Carolina Button Corporation vs. A. & Y.,, 
No. 24608, Sewerage Commission of Milwaukee vs. A. & R,, 
No. 23715, Read Phosphate Co. vs. A. T. & S. F., No. 22981, 
American Cyanamid Co. vs. A. & Y., No. 24252, George K. Hale 
Manufacturing Co. vs. A. C. L., and Sub. No. 1, Same vs. Same, 
No. 24172, Carolina Button Manufacturing Co. vs. A. A., No. 
16295, Southern Fertilizer Case, No. 25051, Farmers Fertilizer 
Co., Inc., vs. B. & O. and I. & S. 3725, Bones, from, to and 
between southern points. 

The petitioners say they seek to have the Commission 
reconsider the Southern Fertilizer Case with respect to both 
fertilizer and fertilizer materials, and their appropriate rela- 
tion one to the other, and particularly its prescription of the 
formula prescribed in I. & S. 3151, and its subsequent adop- 
tion as a basis not only for rates in the future in other cases 
but as a basis for awarding reparation; indeed, they say, they 
seek a full and complete review of all the cases here embraced, 
both with respect to the level of rates prescribed and the ques- 
tion of reparation involved. 


C. St. P. M. & O. ABANDONMENT 


The Nebraska State Railway Commission has petitioned the 
Commission for reopening in Finance No. 9312, application of 
the Chicago, St. Paul, Minneapolis & Omaha Railway Co. for 
authority to abandon its branch line between Coburn and Wynot, 
Neb. 

As grounds for the prayer, petitioner says that since the 
filing of the application, April 9, 1932, prices of materials and 
labor used in the repair and maintenance of railway properties 
have decreased and the trend thereof, even since the close of 
the hearing on July 7, has been downward. It further says 
that taxes will be reduced for the year 1932. In 1931, it states, 
the property of the applicant in Nebraska was assessed for 
taxation at $6,738,459, and that in 1932, the assessment was 
reduced $1,097,562, or approximately 16.28 per cent. Another 
contention advanced by the petitioner is that the record in the 
case shows that regulation of busses and trucks is absolutely 
essential and that legislation to that end has been enacted or 
is under consideration. 

“There is a general change in the attitude of shippers the 
country over toward competition between the truck and the 
railroad,” says petitioner. ‘The people, generally, have con- 
cluded that the railroad is an absolutely essential means of 
transportation, and that the unfair competition of the unregu- 
lated truck should cease.” 

The residents and shippers of the territory served by the 
Wynot branch flave bound themselves by solemn promise to ship 
all their freight, as near as possible, by railroad, instead of by 
truck, according to the petition. 

“The people living in the territory tributary to the Wynot 
branch have come to a full realization of the indispensable 
character of rail transportation, and that the removal of the 
railroad would work untold damage and financial loss to them,” 
says the Nebraska commission. 





FREIGHT TRAFFIC RED BOOK 


In connection with an announcement of the thirteenth an- 
nual edition of the Freight Traffic Red Book (Traffic World, 
December 17, p. 1216) it was erroneously stated that the new 
volume had 992 pages. This is the number of the last numbered 
page in the book, but additional pages are included with such 
numbering as 135-A, 154-A, 154-B, 154-C and so on. 
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TRANSPORT COMPETITION 


The Traffic World Washington Bureau 


Declaring that unregulated competition with regulated 
forms of comparable transportation is unfair, contrary to the 
public interest in the losses which are caused, and inequitable 
to shippers whose interest is in dependable service and con- 
ditions, the committee on competing forms of transportation 
created by the Chamber of Commerce of the United States 
in its report to the board of directors of the chamber made 
public this week submits specific recommendations as to regu- 
lation of highway and waterway transportation, taxation of 
users Of the highways, and recommends discontinuance of 
government barge line operations. Coordination of federal 
agencies dealing with transportation is recommended. 

‘In conclusion,” says David F. Edwards, chairman of the 
committee, who is president of the Saco-Lowell Shops, Boston, 
Mass., “the committee strongly urges that all interests con- 
cerned with competing forms of transportation, including pro- 
ducers, shippers and consumers, unite at the earliest possible 
date on a just program based on the principles enunciated in 
this report to foster sound uniform regulatory legislation.” 

Several members of the committee dissented to some of 
the recommendations. 

“An oversupply of transportation,’ says the committee in 
the introduction to its report, “largely a development of the 
last decade, has brought to the forefront new and serious 
problems affecting the welfare not only of the transportation 
agencies but of the general public. 

“The situation is the more serious because some of the 
agencies have been and are today permitted to operate with- 
out reference to the public need or the effect on the trans- 
portation system as a whole, while other agencies are compre- 
hensively regulated. Some are provided with facilities at pub- 
lic expense with or without contributions in user taxes. The 
situation calls for comprehensive planning and coordination 
of transportation, elimination of any unfair advantages and 
inequitable taxation where they exist and a system of regu- 
lation which will permit each agency to function to its best 
advantage in the public interest in accordance with its in- 
herent merits and without special privileges over other forms 
of transportation in which there is equal public interest. The 
purpose of this report is to propose measures to accomplish 
these ends. 

“At the outset the committee desires to express its en- 
dorsement of the following statement of fundamental prin- 
ciples concerning transportation recently enunciated by Presi- 
dent Harriman (of the chamber): 


First, the country is entitled to the best transportation facilities 
available, whether it be by rail, highway, water or air; second, al- 
though government aid may be necessary while a new industry like 
aviation is getting on its feet, every form of trasnportation should 
as soon as possible be made to bear its own burdens, and no form 
be given an advantage over another through governmental aid or 
exemption from taxes; and, third, the government should limit its 
functions to regulation, should put all forms of carriers on a parity 
and should get out of the business of conducting transportation. 


The committee refers to shortages of transportation in the 
period before the world war and then to the later develop- 
ment of railway, highway, intercoastal and inland waterway 
services as well as the air and pipe line services. Through- 
out this period of change, says the committee, the railroads 
have remained the backbone of the national transportation 
system, “and we need only imagine a complete suspension of 
railroad operations to realize that they must inevitably continue 
to be our main reliance.” 


“The oversupply of transportation and the evils of destruc- 
tive competition are accentuated by the present depressed busi- 
ness conditions, but it is clear that the return of prosperity 
will not fully solve the problem,” says the committee, which 
adds that the chief problems for consideration at the present 
time are as to the fairness of the conditions under which water 
transportation and highway transportation are conducted as 
compared with the conditions which surround or should sur- 
round rail transportation. 

“Nothing in this report should be construed as favoring or 
implying the desirability of so regulating highway or water- 
way rates as to raise them to the level or in excess of railroad 
rates,” says the committee. 

Air transport and pipe line operation also present prob- 
lems of transportation, says the committee, but, apparently, in 
the opinion of the chamber’s officers, they were not considered 
of sufficient immediate importance to warrant consideration 
in this report and such operation was not considered. 


Water Transportation 


Taking up the subject of water transportation, the commit- 
tee says: 


— The Traffic World 






PAGE 1285 



























































Water transportation which competes with other forms is mainly 
a long haul operation. Intrastate water movement is therefore rela- 
tively small in volume and importance and offers no serious problems 
of regulation. Interstate water transportation includes coastwise 
and intercoastal (Panama Canal) traffic and movement on the inland 
rivers and canals. All of these forms present serious problems, 
to which it is believed the same principles apply in large measure. 
Domestic traffic on the Great Lakes, being largely affected by the 
existence of international traffic on those waters, presents special 
aspects and is not considered in this report. 


Present Regulation 


_ _Water transport is at present under much less extensive regula- 
tion than are the railroads—regulation of water transport being 
divided between the Shipping Board and the Interstate Commerce 
Commission. _The Interstate Commerce Commission has jurisdiction 
over joint rail and water rates, which cover a large part of the 
common carrier service on the Mississippi and Ohio Rivers and in 
the coastwise trade. It has no jurisdiction over port-to-port rates, 
that_is, rates for carriage entirely by water. 

The Shipping Board passes upon maximum port-to-port rates, 
but this leaves operators free to make any rate below the maximum 
and change it from day to day, thus giving advantage to some ship- 
pers as against others and producing cutthroat competition which 
demoralizes the service and, in the case of the intercoastal trade, 
takes traffic away from the transcontinental railroads. 


Port-to-Port Rates 


To remedy these conditions, there should be regulation of port- 
to-port rates. This need not and should not interfere with the 
principle of a differential for water operation. Water service is 
recognized for rate making purposes as generally inferior to rail 
service, and therefore the shipper will not ordinarily be interested 
in water transportation unless loss of time and other disadvantages 
are offset by lower rates. In the case of a joint rail-water rate 
on inland waterways, the present prevailing differentials approved 
by the Interstate Commerce Commission are 20 per cent or 10 per 
cent below the rail rate, anes upon the degree of circuity. The 
differential is applied to that part of the all-rail operation which 
the water operation replaces. 

Water differentials between the same points are usually the 
same percentages for all commodities. The relative values of time 
and cost of transportation vary greatly with the commodity, how- 
ever. Time is of little importance to low-grade commodities, and 
they would doubtless move by water with low differentials. On 
the other hand, if high-grade commodities are to be attracted to 
the slower transit by water, it must be through a greater propor- 
tional saving below the rail rate. These facts point to the desir- 
ability of development of sliding scales of differentials for different 
commodities over the same water route. 

Recommendation 1—The committee recommends that common 
carriers by water in domestic commerce should be required to file 
and adhere to rates, including port-to-port rates, in the manner 
now required by law with respect to railroad rates, and that such 
rates or modifications thereof should be subject to approval by 
the regulatory body, with reasonable differentials between rail and 
water rates where economically justified. 


Competitive Rates 


In the public interest water carriers should be protected against 
the establishment of raii rates so low as to deprive the water lines 
of the traffic which they can more economically handle, appropriate 
elements of cost being taken properly into account. Rail rates to 
competing water points should be adequately compensatory. 

In the case of join rail and water operations, the degree of 
circuity enters into the matter. The Inland Waterways Corporation 
has in some instances sought to establish joint routes and rates 
which have been denied by the Interstate Commerce Commission 
on the ground of excessive circuity. The Commission has established 
a set of rules which determine the limits of circuity beyond which the 
rail carriers are not required to enter into joint rates. 

Recommendation 2—The committee recommends that neither rail 
nor water carriers should be permitted to establish rates to com- 
petitive points which are not adequately compensatory. 


Certificates for Common Carriers 


Adequate regulation of common carriers by water calls for the 
requirement of a certificate of public convenience and necessity for 
the establishment of the service by water as a prerequisite to the 
right to operate. Such eertificate should impose upon its holder the 
obligation of operating a scheduled service, the operator being 
privileged to modify the number and size of vessels in accordance 
with the demands of the traffic. It is apparent that the needs of 
the public will be much better served by responsible operators of 
water transportation having fair opportunity to earn an adequate 
return than by unrestricted and irresponsible operators who might 
discontinue the service at will. 

Opeators of scheduled services in existence at the time the law 
requiring a certificate goes into effect should automatically be given 
certificates. Other existing operators should be given an oppor- 
tunity to qualify for certificates by the establishment of scheduled 
service within six months. 

Recommendation 3—The committee recommends that all common 
carriers by water in domestic commerce should be required to 
obtain certificates of public convenience and necessity, and should 
thereafter be required to maintain an operating schedule, with the 
right to modify the amount of service in accordance with the rea- 
sonable demand. Operators of existing services should be allowed six 
months to establish scheduled services and qualify for certificates 
of public convenience and necessity. 


Industrial Carriers and Other Vessels Not Common Carriers 


The practice of industrial carriers filling their ships by taking 
on cargo in addition to their own, and of obtaining return loads by 
offering their service to all comers, should be controlled to the 
extent of protecting the common carriers and shippers depending 
on common carrier service. The industrial carriers should not be 
deprived of the opportunity to fill their ships, but should be prohibited 
from doing so at rates less than those applying to common carriers. 
Similar considerations apply in the case of other vessels not common 
carriers. ° 

Recommendation 4—It is recommended that industrial carriers 
and owners or charterers of other vessels not common carriers should 
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be required to charge the established common carrier rates for cargo 
other than their own. 


Government Operation 


The prolonged operation by the federal government of the barge 
lines on the Mississippi and Warrior Rivers, the extension of service 
in 1931 to the Illinois River and the pending application of the Inland 
Waterways Corporation for authority to install service on the lower 
Missouri River are viewed with apprehension by those who believe 
the government should refrain from engaging in business. This appre- 
hension would be still keener if business men generally realized that 
the Denison Act of 1928 imposes conditions to the disposal of the lines 
which are almost impossible of fulfillment. . 

This government operation, begun as an emergency war time ac- 
tivity, was continued after the war to demonstrate the possibilities 
of inland waterway common carrier service and to work out certain 
problems relative to the establishment of joint rail-water routes and 
rates which it was believed private capital could not be expected to 
undertake. Twelve years after the turning back of the railroads to 
their owners, the end of the demonstration seems no nearer than 
when it was begun—in fact, the Denison Act as it now stands has 
put it much farther away. 

Meanwhile, the government, operating at a loss when account is 
taken of interest on investment and the taxes a private enterprise 
would have to pay is cutting into the revenues of the competing rail- 
roads, and the taxpayers, including railroads, are making up the 
barge line losses. At the same time common carrier barge lines estab- 
lished with private capital are obliged to compete with the interest— 
exempt and tax-exempt organization, and if it is demonstrated that 
these privately owner waterway operations can succeed it will be 
in spite of and not because of the government operation. 

Recommendation 5—The committee believes that government oper- 
ation of water transportation is not in the public interest and recom- 
mends that it be discontinued. 


Highway Transportation . 


The committee’s discussion and recommendations on highway 
transportation follow: 

Contrasted with water transportation, which is largely within 
federal jurisdiction, a very large part of commercial highway trans- 
portation is intrastate and solely under state control. Traffic surveys 
of intercity highways, even the major highways, have repeatedly 
shown that the preponderance of the traffic is local, involving dis- 
tances of 50 miles or less. It is also apparent, although figures are 
not available, that a large part of the movement of goods is purely 
intracity. The same is true with respect to bus operations. State 
regulation is, therefore, a very important factor in highway regulation. 


Forms of Regulation 


State regulation is at present applied to highway transportation 
along two general lines: 

(1) Size and weight restrictions upon the vehicle itself, applicable 
to all motor vehicles, whether engaged in interstate, intrastate or 
merely intracity operations, and 

(2) Regulation of the intrastate business of highway users. 

The latter type in theory takes into account both the public need 
in service and rates, and the relation of highway transportation to 
other forms of transportation. 

Special taxation of highway users by the states is closely related 
to regulation of highway transportation. Such taxation includes two 
principal types: ‘ 

(1) Registration fees and gasoline taxes applicable to all motor 
vehicles, collected from them as a contribution to the cost of building 
and maintaining the highway system, and 

(2) Special taxes collected from owners of commercial vehicles 
for the privilege of using the highways for business purposes. 

At present there is great lack fo uniformity in both the extent 
and character of state regulation and much confusion as to the pur- 
poses of the different types of regulation and taxation. In some 
states the tendency is to permit highway transportation the fullest 
opportunity to develop, wihout regard to the effect upon the trans- 
portation system as a whole or to the stability of the highway trans- 
portation service. In others, particularly during the past two years, 
there has been a tendency toward such drastic regulation as to 
restricting greatly the use of highway carriers. 


These drastic measures can be attributed in large measure to two 
factors—the lack of control of interstate motor carriers, which will be 
discussed later, and the difficulty of reaching intrastate freight car- 
riers because of the large percentage of traffic handled by contract 
and private carriers. It has been held that to regulate the service 
and rates of the small percentage of freight common carriers would 
be merely to drive their business to contract carriers; and that, if 
similar regulation should be extended to contract carriers, the large 
shippers would put their own trucks on the road and the smaller 
shippers would be put at a serious disadvantage. 

Bus operations, with the exception of chartered buses and school 
buses, fall naturally into the category of common carriers, and, 
therefore, there are no great obstacles to adequate regulation. The 
bus industry has for several years actively advanced a plan for regu- 
lation of interstate operations. Even in the case of buses, however, 

‘the punitive attitude is in evidence in a number of states. This 
appears to be due in part to lack of control of interstate operators, 
in part to a belief that the buses are not paying their fair share of 
the burden, in part to the resentment of owners of private automo- 
biles to being crowded on the public highways, and probably in some 
measure to a feeling that present conditions are unfair to the 
railroads. 

The characteristics of motor transportation clearly require that 
its regulation be different, at least in some respects, from that apply- 
ing to railroads and water carriers operating in large units. There 
are in the United States 3,500,000 commercial motor vehicles, a 
great part of which are individually owned. A large percentage of 
them are rendering a strictly terminal service not in competition with 
any other form of transportation. Of the motor vehicles engaged in 
line haul many are carrying the goods of their owners, many more 
are serving only one or a small number of concerns under contract, 
and only a small percentage are| operating as common carriers over 
established routes, offering their service to the general public. 

The extreme example of the individualistic character 6f motor 
transportation is found in the 22,300,000 private passenger automobiles. 
Although these are the chief cause of loss of railroad passenger 
traffic, there is no suggestion of limiting their use otherwise than 
through requiring that they pay their proper share of highway costs 
and that they do not engage in transportation for hire. The situation 
is similar as to the large percentage of the 3,500,000 commercial motor 
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vehicles which are engaged in city delivery, farm service and other 
local uses. : 3 
Police Regulation 


It is absolutely essential in the public interest to apply uniform 
measures of state police and safety regulation to all commerciaj 
haulers on established state highway systems and this can be done 
without either ge nee en the proper advantages of highway trans. 
port or working hardship upon any form of transportation. Such 
regulation as to weight, height, length, width and speed of vehicles 
should be applied to the extent only that is necessary to assure 
the safety and reasonable convenience of users of the highways and 
the protection of the highways themselves against damage due to 
excessive loads. 

The American Assciation of State Highway Officials, with the co- 
operation of the U. S. Bureau of Public Roads, has made extensive 
studies and recommendations in reference to dimensions, weights, 
loads and speeds as shown in Appendix A (omitted). 

Recommendation 6—The committee recommends that there should 
be standard uniform requirements in all states as to allowable height, 
width and length of single and combind units, axle and wheel loads 
and speeds as recommended by the American Association of State 
Highway Officials. 

Recommendation 7—The committee further recommends that the 
enforcement of such uniform vehicle standards and safety regula- 
tions and the protection of the highway should be administered by the 
state in the exercise of its police powers. 


User Taxes 


The next phase of state control over highway transportation to 
be considered is the amount and application of used taxes. In so far 
as concerns the question of fair competitive conditions between dif- 
ferent forms of transportation, it is clear that expenditures for gen- 
eral use highways, including costs of designated through highways 
within municipalities, limited to average per-mile cost of high-type 
state highways, should be paid for by the vehicles which use them. 
These costs should be fairly apportioned among the several classes 
of vehicles—private passenger cars, buses, light trucks and heavy 
trucks or trailer combinations, To accomplish these ends it is believed 
that there should be three types of user taxes—registration fees, 
gasoline taxes and special taxes upon commercial vehicles. 

Registration fees, over and above the amount required for expenses 
of motor vehicle administration, represent a charge for the availabil- 
ity of the highway. 

Gasoline taxes—federal, state and local—vary widely, state taxes 
ranging from 2 to 7 cents per gallon in addition to the one cent federal 
tax and in many places, onerous local taxes. The total in some 
cases amounts to 12 cents. The tendency has been distinctly upward, 
and the relative ease with which this tax has generally been collected 
has alrady, in some states, resulted in additions to its amount for 
diversion to other than highway purposes, and bills have been intro- 
duced in numerous other legislatures proposing such diversion. The 
Chamber has repeatedly gone on record in opposition to such diversion. 
This tax to some degree reflects the amount of use of the highway 
by the individual vehicle and the consequent wear and tear on the 
highway. However, taking into account the requirements of larger 
and heavier vehicles as to the strength, width and traffic capacity of 
highways, it appears that the greater gasoline consumption and con- 
sequent tax per mile paid by these vehicles, practically all in com- 
mercial use, does not in all cases fully represent their fair share 
of highway costs. 

The need is for a system of user taxes which will reflect fairly 
the greater demands of the commercial vehicle. A mileage tax based 
on capacity is levied in many states on buses and in a few states 
on trucks. It is regarded as a desirable form of tax for buses but its 
practicability as applied to trucks has not been established. A weight 
tax on trucks is already included in the registration fees levied in 
most states and, while not a measure of actual use of the highway, 
it offers a ready means of apportioning highway costs. Because of 
the disproportionate demands of heavier trucks upon the highway, 
weight taxes should increase more than directly with weight. 

The adoption of proper weight or mileage taxes and registration 
fees should make it possible for costs of construction and maintenance 
of the general use highways, including designated through highways 
within cities, to be paid for by the vehicles actually using them, and 
at the same time permit reduction of gasoline taxes where their high 
level, together with lack of uniformity with other states and the 
system of exemptions, is resulting in large scale evasion. 

Recommendation 8—The committee recommends that the con- 
struction and maintenance of general use highways, including costs 
of designated through highways within municipalities limited to the 
average per mile cost of high-type state highways, should be paid by 
user taxes, with separatae schedules for private passenger automobiles, 
buses and trucks as follows: 

For private passenger automobiles (a) a registration fee graduated 
according to weight or horsepower and (b) a gasoline tax. 

For buses and other vehicles carrying passengers for hire 
(a) a registration fee, (b) a mileage tax graduated according to 
seating capacity and (c) a gasoline tax. 

For trucks (a) a registration fee, (b) a weight tax graduated so 
that it will increase more than directly with weight, or a ton-mile 
tax, and (c) a gasoline tax. 

Recommen ation 9—The committee further recommends that 
gasoline taxes should not be so high as to encourage wholesale 
evasion and opposes federal invasion of this field of taxation. 


Reciprocity for Commercial Vehicles 

The use of highways in one state by commercial vehicles regis- 
tered in another and contributing little or nothing for that use 
presents an increasingly serious problem, and harsh and retaliatory 
restrictions have been imposed in some states. The Uniform Vehicle 
Code adopted by the National Conference on Street and Highway 
Safety and endorsed by the Commissioners on Uniform State Laws 
and the American Bar Association, provides complete reciprocity 
under the theory that the benefit to the residents of one state of 
the free use of highways in other states will offset the wear and 
tear on the highways of that state from foreign vehicles. This has 
proved not to be the case in some’ instances, particularly where a 
carrier regularly operates across a state, as between New York and 
Philadelphia across New Jersey, in which case it is possible that 
little or no contribution will be made to the highway funds of a 
state in which the major part of the operation is carried on. The 
condition is undoubtedly aggravated by the variation in gasoline 
taxes which induce operators to buy their fuel as far as possible 
in the states having the lowest tax. 

Requirement of separate license in each state at the regular 
fee as a condition to a commercial vehicle being permitted to enter 
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that state may work extreme hardship, not only to common carriers 
regularly operating across state lines, but to private concerns using 
their own trucks in such operations. 

Recommendation 10—The committee recommends that states 
enter into reciprocal agreements for issuance of special licenses for 
commercial vehicles to cover states other than the home state at 
equitable rates to be determined by the conditions which prevail. 


Regulation of Highway Transportation Business 

The aforementioned recommended standardization of size, weight 
and speed restrictions and system of user taxes would go far toward 
equalizing common, contract and private carriers and meeting the 
objection that any attempt at regulation would destroy the common 
earrier without effecting a reasonable control of highway transport. 
These measures alone will not, however, fully meet the requirements 
for stabilization of the highway transport industry in its own interest 
and that of the public, or provide the stability in the rate structure 
needed in the interest of shippers and producers. The principles 
already recommended with respect to the business of water carriers 
should also be generally applied to the business of highway transport. 
These cover control of service and rates, financial responsibility and 
hours of service regulation in the interest of public safety. 


Regulation of Service 


Recognizing the dangers of oversupply of transportation and 
lack of coordination, many of the states are regulating common 
carrier truck and bus services operating within their jurisdictions. 
The certificate of public convenience and necessity or permit to 
operate is well established as an important factor in this regulation. 
It promotes reasonable stability in service provided to the public 
and tends to prevent the intrusion of fly-by-night operators. 

The full development of common carrier truck service has in 
many states been hindered by lack of adequate regulation of 
contract trucking. Some states have established such regulation and 
the U. S. Supreme Court has recently sustained the constitutionality 
of the state statutes in several cases. Suitable laws governing 
common and contract carriers should result in a reasonable division 
of business between these two types of service in accordance with 
economic requirements and, with fair and proper administration, 
it is reasonable to expect that the law of supply and demand will 
tend to level off any advantages in transportation costs to shippers, 
whether employing common or contract service or operating their 
own vehicles. 

Recommendation 11—The committee recommends that all motor 
carriers for hire, whether in common carrier or contract service, 
be required to secure permit to operate, but that common and con- 
tract carriers in continuous operation during a stated period, and 
up to the time the law requiring permits is enacted, be granted 
such permits without further proceedings if their operations are 
bona fide for the purpose of furnishing reasonably continuous service 
and if they meet the other requirements of such legislation. 


Regulation of Rates 

The experience of the last few years has shown that. as in the 
ease of water carriers, the same conditions which led to the 
original regulation of railroad rates now require regulation of rates 
of motor carriers for hire. Cutthroat rate competition and dis- 
criminatory rates by some motor carriers have not only caused 
serious and unfair losses to railroads and to responsible motor 
carriers but have produced widespread demoralization of markets. 
The result is that the merchant is compelled to widen his margins 
for his own protection and this. together with the disorganized price 
conditions. reflects back to serious losses upon the producers. 

Experience in some states shows that control of motor rates by 
public authority is entirely feasible. 

Recommendation 12—The committee recommends that all motor 
carriers for hire, whether common or contract, be required to file 
and post their rates and adhere to them at all times, and that these 
rates shall be just and reasonable and shall not discriminate among 
different shippers. the proper regulatory body to have authority to 
pass upon complaints. bi 
Financial Responsibility 

An unsatisfactory condition of considerable importance is found 
in the lack of responsibility of many highway carriers for damage to 
persons or property. This can be overcome through insurance, bond 
or other satisfactory proof of responsibility. 

Recommendation 13—The committee recommends that all those 
using the highways for commercial purposes be required to establish 
their financial responsibility with respect of public liability. and 
that common carriers be reauired to establish similar responsibility 
with respect to passengers and cargo. 


Hours of Service 


Present competitive conditions are resulting in excessive -periods 
of service without necessary rest in the case of employes of high- 
way transport companies. This is not only demoralizing to the indus- 
try and unfair to competing transportation agencies but is a serious 
element of danger to the drivers as well as other highway users. 
A reasonable requirement would seem to be that operators of com- 
mercial motor vehicles should not be allowed to be on duty more 
than sixteen hours without rest or to resume service without at 
least eight hours’ rest. 

Recommendation 14—The committee recommends that hours of 
service of operators of motor vehicles should be reasonably limited by 
public authority. ss 
State Regulatory Authorities 

In most of the states exercising regulatory authority over the 
business of motor carriers the regulatory agency is the State Public 
Service Commission, which also has jurisdiction over intrastate rail 
transportation. The State Highway Departments and the State Motor 
Vehicle Departments. however, are concerned in the size, weight and 
sneed restrictions and other traffic regulations from the point of view 
of safety and protection of thé highway. The highway departments 
are also interested in the collection of the user taxes and their 
application to highway construction and maintenance. 

Recommendation 15—The committee recommends that proper reg- 
ulatory bodies in each state be designated to enforce the provisions 
of the regulatory laws herein recommended and that these state 
bodies closely cooperate to the end that the various regulatory meas- 
ures will be in harmony and will further sound treatment of highwny 
transportation. 

Interstate Motor Carriers 


There is no regulation of interstate.carriers. Not only are inter- 
state operators immune from any responsibility as to service, rates, 
and other elements in which the shipping public is vitally concerned, 
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but also by operating short distances over state lines they are able 
in numerous instances to conduct intrastate business with the same 
immunity, in competition with bona fide regulated intrastate carriers. 

Close cooperation between federal and state commissions exists 
in matters relating to the regulation of railroads. In recognition of 
the fact that highway transportation, even interstate highway trans- 
portation, is as yet largely of a local character, and in recognition 
of the vast number of individuals engaged in that form of transporta- 
tion, there is even more need for cooperation in federal and state 
regulation thereof. Legislation for the regulation of interstate carriers 
should contemplate using to the fullest degree possible the knowledge 
and facilities of the state regulatory bodies. The bills that have been 
before Congress during the past seven years for federal regulation 
of interstate motor transportation have adhered to this policy. 

Recommendation 16—The committee recommends that in the pub- 
lic interest the same degree of regulation of interstate as of intrastate 
carriers should be applied and further recommends that, in regulation 
of highway transportation, the federal regulatory body should serve 
only as a court of last resort and that provision should be made for 
delegation of authority to boards of the state bodies in the states 
involved. 

National Transportation Policy 


Section 500 of the transportation act gives an expression of national. 
ey as to the relationships of rail and water transportation as 
ollows: 

“It is hereby declared to be the policy of Congress to promote, 
encourage, and develop water transportation, service, and facilities in 
connection with the commerce of the United States, and to foster and 
preserve in full vigor both rail and water transportation.’ 

‘This policy was adopted before highway transportation had 
achieved its present importance as part of the national transporta- 
tion system, and for this reason it is in need of clarification. 

Recommendation 17—The committee recommends that Section 500 
of the Transportation Act should not be construed as an expression 
by Congress of preference for rail or water transportation over high- 
way transportation, or as a declaration by Congress of the relative 
importance to the public of the several kinds of transportation. 


Federal Transportation Authorities 


With respect to federal regulation, there is as previously pointed 
out no public agency having present authority over motor transport, 
while authority over water transportation, to the extent that it 
exists, is divided between the Interstae Commerce Commission and 
the Shipping Board. At the same time several other government 
bodies have to do with particular phases of transportation. The 
engineers of the War Department investigate proposals before Con- 
gress for waterway improvements and report as to their economic 
justification and engineering feasibility, and handle the construction 
of approved projects. The War Department, through the Inland 
Waterways Corporation, also operates the government barge lines. 
The Uz. S. Bureau of Public Roads administers federal aid for high- 
ways, its work including studies and recommendations as to the 
economic justification for highway improvements, studies of the extent, 
character and costs of highway transportation and studies of the 
relation of highway traffic and highway design. The Department of 
Commerce has important supervisory powers over water and air trans- 
portation, costructs and maintains airways and cooperates with the 
Army Engineers in economic studies of waterway improvement pro- 
posals. The Post Office Department exercises an important influence 
through air mail contracts, one purpose of which is to promote devel- 
opment of air transportation. 

There is need for more coordination among these various govern- 
ment activities. At present there is no authority charged with the 
duty of looking at the entire transportation system as a whole. 

A proper broad-gauge plan for dealing with all forms of interstate 
transportation would differentiate between judicial, supervisory and 
promotional functions. The obligations imposed upon the Interstate 
Commerce Commission fail to recognize these distinctions, and the 
Commission in addition to its functions in relation to rates is burdened 
with a mass of supervisory duties, many of which, as stated in the 
recent report of the Chamber’s Special Committee on Railroads, 
should be eliminated. The situation is similar as to the Shipping 
Board. With the exception of the Department of Commerce, activities 
of the other government agencies mentioned are specalized and prac- 
tically independent. 

The high abilities found among the personnel of these agencies 
and the information and experience which have been accumulated 
constitute an invaluable asset which should be fully utilized. It is 
believed this can be done and at the same time greater efficiency and 
considerable economies can be secured through a reorganization which 
will recognize the importance of coordination among the federal 
agencies having to do with transportation. 

Recommendation 18—The committee recommends that, in reorgani- 
zation of the federal government activities, agencies dealing with 
transportation be better coordinated and brought into closer working 
relationships. 


In addition to Chairman Edwards, the members of the com- 
mittee are: A. J. Brosseau, president, Mack Trucks, Inc:,.New 
York, N. Y.; Joshua C. Chase, Chase and Co., Sanford, Fla.; 
L. W. Childress, president, Mississippi Valley Barge Line Co., 
St. Louis, Mo.; W. L. Clayton, president, Anderson, Clayton 
and Co., Houston, Tex.; Eric A. Johnston, president, Brown- 
Johnston Co., Spokane, Wash.; W. P. Kenney, president, Great 
Northern Railway Co., St. Paul, Minn.; Franklin D. Mooney, 
president, Atlantic, Gulf and West Indies S. S. Lines, New 
York, N. Y.; Allison Owen, Diboll and Owen, Ltd., architects, 
New Orleans, La.; J. J. Pelley, president, New York, New Haven 
and Hartford Railroad Co., New Haven, Conn.; J. Howard Pew, 
president, Sun Oil Co., Philadelphia, Pa.; C, O. Sherrill, vice- 
president, Kroger Grocery and Baking Co., Cincinnati O.; and 
R. H. Sherwood, president, Central Indiana Coal Co., Indian- 
apolis, Ind. 

Mr. Chase, Mr. Clayton and Mr. Pew dissented from Recom- 
mendations 1-4; Mr. Owen dissented in part from Recommenda- 
tion 5 and also from port-to-port regulation of water transpor- 
tation as embodied in Recommendations 1-4; Mr. Kenney and 
Mr. Pelley dissented from that part of Recommendation 6 en- 
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dorsing the standards recommended by the American Associa- 
tion of State Highway Officials, and Mr. Mooney desired to be 
recorded as not voting on the question of endorsing the stand- 
ards recommended by the American Association of State High- 
way Officials; Mr. Brosseau and Mr. Clayton dissented from 
Recommendations 11, 12, 15 and 16. Mr. Brosseau also dis- 
sented from the words “or a ton-mile tax’ in Recommendation 8. 

The report will be considered at the next annual meeting 
of the Chamber of Commerce of the United States. 


TIPS TO COOLIDGE COMMITTEE 


Unless adequate remedies are applied to the problems of 
the railroads, government ownership is inevitable, says a letter 
addressed to the National Transportation Committee, of which 
Calvin Coolidge is chairman, by James A. Perry, chairman of 
the Georgia Public Service Commission. 

“The conditions surrounding this industry and the many 
interests so vitally interested in a proper solution of this prob- 
lem are too obvious to need mention here,” says the communica- 
tion, in which various causes of the railroad troubles are outlined. 
“This question, if not properly handled, spells government own- 
ership, with all the chaos that will surely follow. The present 
facilities of the railroads of the country were provided for the 
purpose of handling the big loads of traffic generally prevailing 
before 1929, with the result that, under changed conditions, it is 
probably not an exaggeration to say that we have sufficient rail- 
road equipment to handle twice the tonnage offered today 
without additional expenditures.” 

Inland waterway transportation and modern highways are 
charged with having brought the railroad to a point described 
as an emergency, as Well as over regulation by the Commission. 

“No one at all familiar with the subject, without bias, will 
disagree that railroad rates are too high,” it is stated. “This 
is demonstrated by the fact that the motor carriers can handle 
this merchandise traffic at rates lower than provided by the 
Commission for the railroads; manufacturers and jobbers have 
provided their motor trucks because it works greatly for 
economy in the conduct of their business. This is particularly 
true for distances up to 200 and 300 miles and, in many in- 
stances, for much greater distances. If the railroads recover 
this class of traffic it will have to be done by providing rates 
at a much lower level.” 

The interstate commerce act should be amended to allow 
the railroads greater freedom in meeting competition and the 
recapture clause should be repealed, it is asserted. Further, 
the railroads should reduce the basic passenger fare. 

“In addition to the many conditions related in the fore- 
going,” says the letter, “we have an overregulated authority 
by the Commission. This, of course, is not said in a spirit of 
criticism of the personnel of the Commission, but these men, 
generally without any specific qualifications in knowing the 
railroad business, are now exercising authority that interferes 
with the free management of this property. I believe the rail- 
roads should be left free to manage their property without in- 
terference on the part of said Commission, except in the mat- 
ter of unjust discrimination.” 

In accordance with action taken by the governing board 
of the Boston Maritime Association, Frank S. Davis, manager, 
ie sent the following to the National Transportation Com- 
mittee: 


The governing board of the Maritime Association of the Boston 
Chamber of Commerce voted to respectfully bring to the attention 
of your committee the following recommendation of the Maritime As- 
sociation, also adopted by the chamber’s directors and widely endorsed 
throughout the country—‘‘that a thorough survey be undertaken of 
the problem of regulation, so far as federal authority extends, of all 
forms of transportation—rail, highway, water, air or otherwise—in 
order to determine through what governmental agency or agencies, 
whether now in existence or to be created, such regulation may be 
most efficiently and coordinataely accomplished.’’ We respectfully 
urge your favorable consideration of this recommendation. 


Instead of attempting to obtain the highest possible rates 
under which traffic will move, the railroads, faced with the 
competition of highway transport, should reduce rates to the 
lowest compensatory level, according to Commissioner Francis 
Williams, of the Louisiana Public Service Commission, as he 
outlined his vews in a letter to the National Transportation 
Committee. Lower railroad rates, a revision of legal restric- 
tions so that the railroads might operate on the highways, and 
coordination of rail and highway services were given by Mr. 
Williams as essential to the preservation of an efficient rail 
system. 

“Tt is my belief, based upon my experience in dealing with 
transportation and utility problems for the last ten years,” he 
says, “that the railroads of the country made a very serious 
mistake in concentrating all of their efforts and attention on 
the continuation of high freight and passenger rates in the 
face of very much lower-rated transportation mediums, such as 
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the motor bus and motor trucks, and that they persisted in 
this disastrous policy of fighting the normal and natural de. 
velopment of the motor carrier far beyond the point where their 
obstinancy might have been excusable.” 

Under the existing situation, he argues, the motor carriers 
are taking away from the railroads enough traffic to make the 
difference between profitable and unprofitable operation of the 
rail lines. 

“I have arrived at the conclusion that the only salvation for 
the rail lines in the United States is to reduce their rates in 
line with a policy of the lowest possible rate the traffic could be 
moved on, instead of the past disastrous freight rate policy 
unwisely pursued by them of maintaining freight rates at such 
a high level as has enabled competing modes of transporta- 
tion to offer to handle the ‘cream’ of the traffic of the country 
at rates sufficiently under these high rail rates as to attract 
the business and at the same time to yield profits handsome 
enough to stimulate the development of the competitive motor 
carrier business.” 

He does not wish to be understood as hostile to the de- 
velopment of highway transportation, he says, but does believe 
that the “vast bulk” of the transportation of the country must 
continue to be performed by the railroads. It is his view, as 
expressed in the letter, that the ability of the railroads to 
meet fhe new competition hinges in large measure on their 
being permitted to go into the highway transportation business 
and on coordinaton of rail and highway services. 

“Because of the opposition to water transportation shown 
by the railroads in the past,” they should not be permitted to 
engage in inland waterway transportation, he says. 


INDUSTRIAL TRAFFIC CONFERENCE 


Action favoring interstate regulation of trucks was taken 
by the Pacific Northwest Industrial Traffic Conference in its 
thirteenth regular meeting at Chehalis, Washington, last week. 
In the discussion that preceded the vote, it was pointed out 
— Congress appeared to be dillydallying with truck legis- 
ation. 

In a discussion of the effect of the Washington state regu- 
lation providing that motor carriers must have a certificate of 
convenience and necessity, it was asserted that in a recent 
checkup by the department of public works of truck traffic on 
the main highways it was found that 95 per cent of the trucks 
operating were contract operators or “wildcats” and only five 
per cent were certificated common carriers. 


Don Moore, of the Asbury Transportation Company of 
Oregon, one of the largest contract operators in the Pacific 
Northwest, said his company had invited regulation and was 
willing to pay its fair share of the highway expense. His com- 
pany, he said, favored such regulation as would eliminate the 
“wildcat” operator who, with a cargo one-way, would quote 
any rate in order to get a return load. . 


L. C. Monroe, traffic manager of the Union Oil Company, 
Seattle, said that in Washington 27 per cent of the gross in- 
come of all common carrier trucks was paid out in taxes of 
some form. Forty-seven per cent, he said, was accounted for 
by gasoline tax. 


The Portland Industrial Traffic Club, which, with the Seat- 
tle Industrial Traffic Managers’ Association, comprises the 
Pacific Northwest Industrial Traffic Conference, has in prepa- 
ration a bill incorporating its ideas on new commercial motor 
vehicle legislation for Oregon. 


The conference voiced its opposition to the charge of $2.50 
for the U. S. Intercoastal Conference tariff, it being declared 
that the 3 per cent surcharge should be sufficient to cover the 
cost of providing tariffs free to shippers. 

The conference went on record as urging that the Pacific 
Coastwise Conference and the U. S. Intercoastal Conference 
adopt the rail practice of issuing notices of proposed rate 
changes well in advance of the effective date rather than, as at 
present, issuing the notices just prior to or after the date the 
new rates become effective. 

The conference adopted a resolution urging that uniform 
terminal charges and practices be adopted at all Pacific North- 
west ports for each class of traffic, such as coastwise, inter- 
coastal, trans-Pacific, etc. 

In a discussion of the term, “merchant shipper,” in the in- 
tercoastal tariff it was stated that a request to the conference 
authorities for a definition brought the reply that a committee 
had been asked to define the term. 

J. F. Meyers, traffic manager of W. P. Fuller and Company, 
Portland, presided. Fred Lord, traffic manager of Cutler Man- 
ufacturing Company, Portland, served as secretary and is to 
continue in that capacity until after the next meeting, which, it 
was agreed, shall be held in Seattle May 13. 
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HAMPTON ROADS COAL RATE 


Fearing the outbreak of a rate war unless a stop order is 
interposed, railroads interested in tidewater transshipment coal 
rates have asked the Commission to suspend Interstate Rail- 
road Tariff I. C. C. No. A-203, dated to become effective Jan. 10. 
It proposes to reduce the rate of $2.72 a gross ton on bituminous 
coal from mines on the Interstate in southwestern Virginia to 
Lambert Point, Va., a Hampton Roads port, to $2.62, applicable 
on traffic moving by vessel to destinations beyond the Chesa- 
peake capes. 

This proposed cut of ten cents a gross ton caused the filing 
of a protest and request for suspension by the Baltimore & Ohio, 
Bessemer & Lake Erie, Central of New Jersey, Chesapeake & 
Ohio, Delaware & Hudson, Delaware, Lackawanna & Western, 
Erie, Lehigh Valley, Louisville & Nashville, New York Central, 
New York, Ontario & Western, Pennsylvania, Pittsburgh & 
Lake Erie, Pittsburgh & Shawmut, Pittsburgh & West Virginia, 
Pittsburgh, Shawmut & Northern, Virginian, Western Maryland 
and Reading. 

The reduced rate, says the request for suspension, is pub- 
lished by the independent action of the Interstate Railroad after 
the executives of almost all eastern lines concerned in the 
tidewater rate adjustment had disapproved the proposal. 

“The rates,” continues the protest, “which are applicable 
in connection with the Norfolk & Western were apparently pub- 
lished by the Interstate Railroad under a general concurrence, 
as the Norfolk & Western did not join the independent action 
of the Interstate. The present proposal seeks the same objec- 
tive as did the complaint in Stonega Coal and Coke Co. vs. 
Norfolk & Western, 165 I. C. C. 325 (1930), which complaint 
the Commission dismissed. 

“The fact that the case cited represented the complaint 
of a shipper grounded on allegations of unreasonableness and 
prejudice, while the present proposal is by the Interstate Rail- 
road, a carrier, the distinction, if any, is here more apparent 
than real, The Stonega Coal and Coke Co., as indicated in 
the report in the case cited, is affiliated in interest with the 
Interstate Railroad and in that proceeding the Interstate Rail- 
road admitted complainants’ allegations and joined in their 
prayer for the relief there sought. The mere difference in the 
form of attack should not, therefore, here be regarded as chang- 
ing the real issue.” 

The protesting railroads said that, as the Commission well 
knew, the competitive relationship of the rates from the north- 
ern and southern fields, as well as that between mines served 
by competing lines in the same field, was generally recognzied 
as of great importance by both carriers and shippers. They 
asserted that the primary reason for the bringing of the north- 
ern operators’ complaints before the federal and Pennsylvania 
commissions in Central Pennsylvania Coal Operators’ Associa- 
tion cases (I. C. C. docket No. 234380 et al.), proposed reports 
in which were served Dec. 21, 1932, was the fact that they had 
steadily lost business at the north Atlantic ports and in New 
English to southern tidewater coal, and therefore sought a rate 
basis which would enable them to compete on a more advantage- 
ous basis with the southern operators who shipped through 
Hampton Roads ports. 

Bituminous coal adjustments, the protestants added, were 
usually of considerable delicacy and that that was particularly 
true of the eastbound adjustment. They said that the Com- 
mission now had before it in the cases involving rates from 
Ohio groups and related @istricts an illustration of the conflict, 
confusion and loss of cartier revenue which might follow from 
disruption of an established adjustment, which, in the beginning, 
appeared slight. 

Because of declining business, they said, competition was 
unusually keen at this time between carriers and shippers. Any 
changes whatever in the adjustment which affected the com- 
petitive relationships of the carriers or of the shippers in the 
different groups might lead to corresponding reductions from 
other groups or from mines on other lines and might result 
in retaliation and rate wars. 

To show that neither the former nor the present rate basis 
from mines on the Interstate had proved of practical disad- 
vantage to the operators thereon, the protestants inserted a 
table in their protest showing tonnage shipped from the Thacker 
and Kenova districts on the Norfolk & Western and from mines 
on the Interstate, from 1918 to 1928. In 1918, according to that 
table, the shipments from the Thacker district amounted to 
37,407 tons; from the Kenova district, 7,421 tons, and from the 
Interstate mines, 151,615 tons. In 1928, the table shows ship- 
ments from the Thacker district totaling 58,792 tons; from the 
Kenova district, 15,624 tons; and from Interstate mines, 1,079,700 
tons, 

If the proposed reduction should become effective, the pro- 
testants asserted, no greater tonnage of coal would be con- 
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sumed and the only effect would be to shift the production from 
one carrier or district to another. 


ILLINOIS INTRASTATE COAL 


Answering the petition of the Alton for rehearing in No. 
23130, intrastate rates on bituminous coal between points in 
Illinois, the Peoria & Pekin Union, opposing the request for 
rehearing, asserts that the Alton has set forth in its petition 
no change of conditions or new evidence not susceptible of 
previous production and has not set up anything which could 
not have been presented at the St. Louis, Mo., hearing. (See 
Traffic World, Dec. 17, p. 1190.) In touching upon the heart 
of the controversy, namely, the necessity for reduced rates on 
account of truck competition, the Peoria & Pekin Union de- 
clares that the “Commission knows from these two hearings 
(in this case) that truck competition in this territory is not a 
fantasy but a fact.” 

The Period & Pekin Union suggests that the Commission 
might properly strike at least those portions of the Alton peti- 
tion containing “such offensive and unwarranted statements,” 
the reference being to what it said was a charge by the Alton 
that testimony offered on behalf of the Peoria & Pekin Union 
“was unreliable.” The charge was supported by an allegation 
that a transfer company which was asserted to have made a 
trucking bid, was financially not able to carry out the trans- 
portation service contemplated. The Peoria & Pekin Union 
said that the Alton was represented at the St. Louis hearing 
and had opportunity of cross examination and impeachment 
of witnesses. For the Alton, months later, to make an attack 
upon the character and veracity of witnesses by such a general 
charge in an effort to obtain a rehearing, the Peoria & Pekin 
Union said, was highly improper, hence the suggestion that the 
Commission strike portions of the Alton petition. 


THIRD SECTION REPARATION CASE 


Arguments probably will be made early in January in the 
Court of Appeals for the District of Columbia in No. 5816, spe- 
cial calendar, United States ex rel. Birch Valley Lumber Co., 
appellants vs. United States, on appeal from the Supreme Court 
of the rict of Columbia. They will probably be made by 
E. M. for the Commission, W. S. Bronson, Johnston B. 
Camp A. Henry Walter for the lumber company. 









T ber company is asking for mandamus requiring 
the ssion to enter an award of reparation on behalf of 
the 1 r interest to which the relators, attorneys for the 


lumber interest, allege the lumber interest igs entitled as a 
matter of absolute right under the finding of the Commission, 
of unlawfulness of the rate on lumber from Tioga, W. Va., a 
point on the Strouds Creek & Muddlety Railroad, to various 
interstate destinations. Tioga lumber was charged $15 a car 
over the group rate that was in effect around Tioga on the 
Baltimore & Ohio. The Commission, in 144 I. C. C, 419, found 
the rates unduly prejudicial to the extent of the $15 excess. 
It refused to award reparation on the ground that the record 
would not support an award based on the undue prejudice 
found to exist, which is the usual ground for denying repara- 
tion under the third section. 

The lower court dismissed the application for a writ. 
Attorneys for the Birch company, in a brief filed in the appel- 
late court, contend that the conclusion that the record would 
not support an award of reparation is clearly in conflict with the 
finding of fact, is arbitrary and without legal effect. They 
claim that under the finding of unlawfulness the Commission 
had no choice in awarding reparation but that on the contrary 
it had the positive and mandatory duty imposed by the manda- 
tory provision of section 16 of the interstate commerce act to 
enter an order awarding reparation. Mandamus, they assert, 
will lie to compel the Commission to enter an order in accord- 
ance with its finding. 

In the Commission’s brief Mr. Reidy said that before a 
party could recover damages there had to be a clear showing 
of injury and that it was not sufficient to show the wrong of 
the carrier but that it must be likewise demonstrated that 
such wrong had resulted in injury to the person seeking dam- 
ages. That, he pointed out, the Commission found the com- 
plainant had not done, hence its finding that the record would 
not support an award. In addition he pointed out that the 
order was what was known as a negative order, the Commis- 
sion having declined to award the reparation for which the 
appellant had asked. He said that the Commission, in deter- 
mining that the appellant was not entitled to an award, exer- 
cised a power discretionary in character and that mandamus 
would not lie upon such facts. In addition he pointed out that 
the writ, if granted, would compel the Commission to award 
reparation contrary to its judgment and discretion; in other 
words, convert the write into performing the functions of an 
appeal or a writ of error, which both the appellate court con- 
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cerned and the Supreme Court of the United States repeatedly 
had held might not be done. 


LOANS TO RAILROADS 


The opinion that the activities of the Reconstruction 
Finance Corporation “will require a searching and minute in- 
vestigation” by a congressional committee was expressed in 
the Senate by Senator Norris, of Nebraska, in connection with 
submission of an article written by John T. Flynn and pub- 
lished in the January number of Harpers Magazine, criticizing 
loans made by the corporation. After the Nebraska senator 
had obtained permission to reproduce the article in the Con- 
gressional Record, Senator Connally, of Texas, obtained per- 
mission to have published immediately following the Flynn 
article, an address by Jesse H. Jones, director of the R. F. C., 
reviewing the work of the corporation. 

In the month of November, according to the monthly report 
of the R. F. C., the corporation authorized loans of $38,426,000 
to railroads, that action being taken on approvals of loans made 
and announced by the Commission. The loans to railroads au- 
thorized by the R. F. C. in November follow: Baltimore & Ohio, 
$31,625,000; Chicago, Milwaukee, St. Paul & Pacific, $301,000; 
Lehigh Valley, $2,000,000; New York Central, $2,500,000; Puget 
Sound & Cascade, $500,000, and Wabash (receiver), $1,500,000. 
These loans bear 6 per cent interest. Up to November 30, the 
report said, no part of the loans authorized to the Milwaukee, 
the New York Central and the Wabash had been disbursed. 

Effective January 1, 1933, the Reconstruction Finance Cor- 
poration will reduce the rate of interest on loans to railroads 
from 6 per cent to 5% per cent. The reduced rate will apply 
to new loans authorized during the period from January 1 to 
June 30, 1933, and maturing on or before December 31, 1933, 
and also to the outstanding balances of existing loans for the 
period from January 1 to June 30, 1933. In announcing this 
reduction in the rate of interest on loans to railroads as well 
as reductions in the interest rates on other classes of loans 
made by the corporation, the corporation announced it was tak- 
ing this action in view of the prevailing low rates for money. 
The so-called “work” loans made to railroads to stimulate busi- 
ness and provide employment bear 5 per cent interest. The 
corporation did not refer to this class of loans in its statement 
and it was stated at its offices that since no mention’ was made 
of “work” loans, no reduction would be made in the interest 
rate. 

In Finance No. 9778 receivers of the St. Louis-San Fran- 
cisco have asked for the approval of the Commission of a Joan 
to them of $3,000,000 by the R. F. C. They ask for the loan 
to enable them to pay taxes and principal and interest on 
equipment trusts. They offer receivers’ certificates as security 
for the desired loan. 

The Denver & Rio Grande Western, in Finance No. 9777 
has asked for the approval of the Commission of a loan of 
$2,500,000 from the R. F. C. The money is needed for taxes, 
interest and payments on equipment trusts, refunding and 
improvement mortgage bonds, and shares of stock are offered 
as security for the proposed loan. 


TEXAS MOTOR REGULATION 


The Texas Railroad Commission will consider twenty appli- 
cations for permits to operate new motor bus lines in Texas at 
a public hearing at Fort Worth January 3. It is stated by 
Mark Marshall, director of the motor transport division of the 
commission, that, since the law regulating buses and motor 
trucks went into effect three years ago, the automotive freight 
industry has grown until now there are in Texas 350 automo- 
tive common carriers, 142 contract carriers, and 600 special 
commodity carriers, far outnumbering bus lines, of which there 
are 150. 

“Although there has been much confusion and litigation 
with regard to motor transport regulation, the end is not yet in 
sight,” he said. “The coming legislature is again to tackle the 
problem, truck men seeking to increase the 7,000-pound limit 
and to make other adjustments which they claim essential to 
the well-being of the industry.” 


IMPROVEMENT OF HIGHWAYS 


The annual agricultural appropriation bill, reported by the 
House committee on appropriations, carries $35,000,000 for the 
federal-aid highway system for the fiscal year ending June 30, 
1934. This represents a reduction of $4,814,387 under the budget 
estimate and a reduction of $65,000,000 as compared with the 
appropriation for the current fiscal year. There was also made 
available for the current year an additional $120,000,000 for 
emergency road construction in connection with efforts to re- 
lieve unemployment. A similar appropriation for the next 
fiscal year is not recommended. 

Congress thus far has not authorized further appropriations 
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for federal-aid highways, the appropriation recommended for 
the next fiscal year coming under the last authorization made 
by Congress. In his budget message recently President Hoover 
urged that Congress make no further grant of legislative ap. 
thority for federal-aid highways until the financial condition of 
the Treasury justified such action. Under the system adopted 
for providing federal highway funds Congress has first passeq 
so-called authorization legislation and later provided the money 
in the regular appropriation bills. 

Thomas H. MacDonald, chief of the Bureau of Public Roads 
of the Department of Agriculture, told the appropriations com. 
mittee that the total federal highway appropriation to date 
amounted to $1,222,600,000. 


EQUALIZATION OF COMPETITION 


Editor The Traffic World: 

I have read your editorial of December 24 under the cap. 
tion, “Equalization Specifications.” All Mr. Dunn says is good, 
but why not go a step further and pass some legislation exempt- 
ing the railways from paying any tax whatever to build or 
maintain the public highways? 

The railways have to build and maintain their own road 
bed; is it fair to tax them to furnish a road bed or highway for 
their competitors, the bus and truck? 

It is my contention that the bus and truck carriers should 
build and maintain their own roadway or pay an adequate tax 
for building and maintenance of the public highways. 

C. W. Harris, Traffic Manager, 
Burrus Mill & Elevator Co. 
Ft. Worth, Tex., Dec. 27, 1932. 


HIGH FREIGHT RATES 


Editor, The Traffic World: 

In your issue of December 24 you published a letter on 
“high freight rates” by Cloyd W. Miller, of the Hickory Clay 
Products Company, Cleveland, Ohio. 

I have not taken the trouble to analyze the statistics sub- 
mitted, but I do know that railroad freight rates are not high 
and that the railroads are continually publishing lower rates 
in order to meet truck competition; in my mind, Mr. Miller is 
endeavoring to poison the mind of the public. 

New York, Dec. 28, 1932. S. Moss, Jr. 


IMPROVEMENT OF WATERWAYS 


An allotment of $22,900 for improvement of the Raritan 
River, N. J., has been approved by the Secretary of War. The 
money is to be used for dredging to restore the 15-foot and 
10-foot channels in the river as provided in the project. An 
allotment of $4,200 has been approved for operating and care 
of Cascade Canal in the Columbia River, Ore. 


DEPARTMENT REORGANIZATION 


Representative Cochran, of Missouri, chairman of the House 
committee on expenditures, has introduced a resolution dis- 
approving the executive orders of President Hoover providing 
for reorganization of government departments. Approval of 
the resolution by the House will have the effect of setting aside 
the President’s orders which provide for, among other things, 
transfer of the Merchant Fleet Corporation and Inland Water- 
way Corporation to the Department of Commerce, and the river 
and harbor work of the War Department to the Department 
of the Interior. 


BOSTON & MAINE OPERATIONS 


A certificate authorizing the Boston & Maine Railroad to 
operate over the line of the Boston & Albany Railroad between 
Palmer and Barre, approximately 17 miles, and to abandon 
operation over its own line between the same points, in Hamp- 
den, Hampshire and Worcester counties, Mass., has been issued 
by the Commission, division 4, in a report in Finance No. -9529. 
Residents of Ware, Mass., objected. The Commission said it 
was estimated that the proposed operation would save the appli- 
cant approximately $20,509 a year. 


REGRETS ATTACKS ON SHIPPING 


Malcolm M. Stewart, chairman of the Middle West Foreign 
Trade Committee, in a letter to Senator Oddie, of Nevada, 
deplores proposals in Congress to reduce or wipe out govern- 
ment aid to the merchant marine. 

“We are discouraged to find that every time an appropria- 
tion bill comes up for passage there are proposals to destroy 
what has been accomplished in the upbuilding of Americay 
steamship lines,” says he. 

Foreign shipping interests capitalize these attacks on gov- 
ernment aid to the detriment of American flag shipping, accord- 
ing to Mr. Stewart. 
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OCEAN SHIPPING DEVELOPMENTS 


The Trafic World New York Bureau 


A scanty list of fixtures measures the activity of the full 
cargo market the last week. There were two grain cargoes, 
two transatlantic sugar cargoes, and a few other scattered 
fixtures. The tankers trade was perhaps better favored than 
others though: most of the business reported was from Con- 
stanza, the Black Sea and other foreign ports. 

Shippers engaged a grain carrier for about 35,000 quarters 
from New York to Antwerp or Rotterdam on the basis of 6c, 
with option for the Adriatic or Greece at 10c or Mediterranean, 
9c for the first half of January. The other fixture was for the 
Mediterranean, at 10c or Adriatic or Greece at 1lc from Albany, 
20,000 quarters, for January. 

Time charters were limited to three in the West Indies 
trade. The transatlantic sugar cargoes were both done on an 
Amercan currency basis due to recent fluctuations of sterling. 
One, a 2,018-net ton steamer from Santo Domingo to United 
Kingdom-Continent was consummated at about $2.30 for January 
and the other, a smaller vessel, was engaged in the same trade 
for $2.50, January. 

Among the tankers fixed was a clean 7,700-ton boat from 
North Atlantic to United Kingdom-Continent at 6s 10%d for 
January, with option of Gulf loading at 8s 9d, and a similar 
fixture for an 8,000-ton vessel was made for 7s 3d North Atlantic 
or 9s Gulf for the first half of February. 

It is understood that the differences among the member 
lines of the River Plate and Brazil conferences have been ad- 
justed and that the prospect of withdrawals by some of the 
lines has been obviated. Details of the settlement have not 
been made public. 

At a hearing in Boston, opposition was presented to the 
proposal of the New England Freight Association to increase 
rates two cents a hundred pounds on wood pulp from Boston 
to points in Central Freight Association Territory. Among the 
speakers who opposed the plan, which it was held would tend 
to disrupt the flexibility enjoyed by pulp consumers and im- 
porters and injure the interests of those now using the Port 
of Boston for importing wood pulp, were representatives of 
the Association of American Wood Pulp Importers, the Boston 
Maritime Association, Foreign Commerce Club of Boston, Pea- 
body and Lane, Inc., and the Boston Tidewater Terminal, Inc. 

The directors of the Maritime Association of the Port of 
New York have adopted a resolution opposing the application 
of the Central District Corporation for a loan of $11,000,000 
from the Reconstruction Finance Corporation to finance the 
construction of a shipping terminal at Bayonne, N. J. 

It is asserted that there is no emergency and no justifica- 
tion for the carrying out of such a project and that it is one 
that private interests familiar with shipping would not consider 
as an investment. 


COMMERCE IN U. S. VESSELS 


In the ten months ended with October, American flag ves- 
sels carried, by value, 37.3 per cent of the general imports and 
34.2 per cent of the domestic exports in the waterborne foreign 
trade of the United States as compared with 34 per cent for 
imports and 36.5 per cent for exports in the corresponding pe- 
riod of 1931, according to the monthly summary of foreign com- 
merce issued by the Department of Commerce. For October the 
percentages were 33.3 for imports and 35.1 for exports as com- 
pared with 32.8 for im>orts and the same percentage for exports 
in October, 1931. 


SCRAPPING OF SHIPS 


In response to an invitation for proposals for the dis- 
mantling and scrapping of forty obsolete vessels, the following 
bids were received by the Shipping Board December 28: Sun 
Shipbuilding and Drydock Co., Chester, Pa., $1.25 a gross ton of 
recoverable material for ten vessels;- Union Shipbuilding Co., 
Baltimore, Md., $1.06 a gross ton of recoverable metal for the 
entire forty vessels; Messrs. N. Block and L. Chenman, Norfolk, 
Va., $1.47 a gross ton of recoverable metal for the twelve vessels 
at Norfolk. 

Under the proposal the successful bidder is required to 
completely dismantle and scrap the vessels, including the com- 
plete dismantling and scrapping of the hulls, engines, boilers, 
auxiliary machinery and all other equipment whatsoever in such 
Manner as they are rendered non-usable for other than scrap. 

Chairman Davis, of the House merchant marine committee, 
has introduced H. R. 13929, a bill to prevent the scrapping of 
merchant vessels owned by the United States. 


U. S. SUEZ CANAL SHIPPING 


: American shipping passing through the Suez Canal de- 
clined the first nine months of this year as compared with 


The Traffic World 


PAGE 1291 





the corresponding period of 1931, according to a report from 
Consul Horace Remillard, Port Said, made public by the De- 
partment of Commerce. 

A total of 61 American vessels of 389,000 net tons passed 
through the canal the first three-quarters of the year as against 
75 vessels of 454,000 net tons the nine-month period last year. 
Of the 61 transits, 48 were northbound and 13 southbound, it 
was reported. 

Cargo transported by these vessels totaled 293,138 metric 
tons as compared with 378,231 for the first nine months of 
last year. Northbound cargo dropped from 300,364 tons in 
the 1931 period to 251,433 this year and southbound from 77,867 
tons to 41,705. 

About 4,000 tons of cargo was picked up by the United 
States vessels at Port Said, it was reported, and approximately 
10,000 tons were discharged there the first nine months of this 
year. 


OCEAN MAIL CONTRACTS 


A bill (H. R. 13930) to prevent the Postmaster General from 
entering into ocean mail contracts under the Jones-White mer- 
chant marine act with any citizen operating any foreign-flag 
ships in competition with American-flag ships has been intro- 
duced by Chairman Davis, of the House merchant marine com- 
mittee. 


ST. LAWRENCE SEAWAY 


Senator Borah, chairman of the Senate committee on for- 
eign relations, expects the subcommittee in charge of the St. 
Lawrence seaway treaty to recOmmend ratification of the treaty 
in a report to the whole committee. He said he did not know 
whether the committee would report the treaty to the Senate 
at this session of Congress. 


FREIGHT RATES ON FARM PRODUCTS 


In the view of Nils A. Olsen, chief of the Bureau of Agri- 
cultural Economics of the Department of Agriculture, “with 
the prices and the returns of agriculture as low as they are, 
there is a natural assumption that agriculture probably is carry- 
ing an unreasonable part of the burden” of transportation. 
He put forth that idea in the course of his interrogation by 
Representative Buchanan, of Texas, when he appeared before 
a subcommittee of the House committee of appropriations to 
explain and support an item proposed to be put into the agri- 
cultural appropriation bill of $120,500, as needed by the depart- 
ment for transportation studies, carried under a subhead in 
the bill of “market price trends and transportation.” 

Representative Buchanan asked if it was the general idea 
that farm products were bearing more than their proportionate 
share of transportation freight rates. Representative Sandlin, 
of Louisiana, wanted to know whether that was not included 
in the Hoch-Smith resolution. Mr. Olsen said that it was, that 
the Interstate Commerce Commission was working on the prob- 
lem and that the bureau’s staff and its data had rendered 
service to the Commission in giving “an unbiased picture of the 
agricultural situation in different sections.” In that connec- 
tion he said a few facts he could give on short notice were: 
That freight rates were still about 50 or 60 per cent above the 
pre-war level and that in the case of wheat freight rates repre- 
sented 12 per cent of the price received in 1929 and about 26 
per cent of the price received in 1931. He said he gave that as 
illustrating how burdensome freight rates and transportation 
costs had become, 

“They are having a very far reaching effect upon agricul- 
ture,” said Mr. Olsen, “because under the present low level of 
prices it is practically impossible to ship surplus commodities 
out of some areas.” 

Even from the central areas of the country to other sections 
of the country? inquired Mr. Buchanan. Mr. Olsen said yes. 

“It has resulted,” Mr. Olsen added, “in building up a special 
and intensive agriculture around the market centers. Agricul- 
tural production is being shaped under the influence of those 
rates, and some readjustments will have to be made.” 

Mr. Olsen said he did not know the relative burden on 
other products or commodities. He said he could not give the 
percentages and all that he had was wheat. Mr. Buchanan 
said that what he wanted to ascertain was whether or not 
agricultural products were paying more than their just pro- 
portion of the freight charge. 

The witness said he would not dare to attempt answer 
that question with the information he now had, adding the 
observation, before quoted, that there was a natural assump- 
tion that agriculture was probably carrying an unreasonable 
part of the burden. Mr. Buchanan said that that assumption 
was what was in his mind and that he wanted to know whether 
that was a correct assumption or not. Mr. Olsen said he could 
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not answer the question offhand but that perhaps he could 
introduce something that would go a distance in answering it. 
He sybmitted the following: 


Freight Tonnage and Freight Revenue 


The products of agriculture, including live stock, amounted to 13.3 
per cent of the tonnage carried on class I railways in 1931, and paid 
24.4 per cent of the freight revenues of that year. The business 
depression has reduced the tonnage of many other commodities more 
than that of agricultural products, and consequently the share of the 
tonnage of and revenues from hauling agricultural products in 1931 
was greater than in 1928. In 1928 agriculture furnnished 11.2 per cent 
of the tonnage and 20.3 per cent of the revenue. 

In this statement no account is taken of the loadings of the cars 
or distance hauled, which are factors in determining the amount of 
revenue. 

Agricultural products, including live stock—per cent of total freight 
tonnage and freight revenue: 


Tonnage Revenue 
Percent Percent 


SE ee Per Le ee re eye See re ree 11.17 20.31 
NG 6,6 a:s oF viva calre twas ssvasae sees caaeuisnetsduasinne eee 10.48 19.29 
SR ere ey re ere rr eae eT ery 11.61 21.37 
I a 056 0:6/.v.o: wis 810 50 law e Ophea aeeNa Aisle se Sea delbees 13.32 24.43 


PRODUCE SHIPMENTS 


Rail and boat shipments of fresh fruits and vegetables in 
1932 were the smallest in 11 years, according to the Bureau of 
Agricultural Economics, U. S. Department of Agriculture. 

Market supplies thus moved will amount to 170,000 cars 
fewer than shipments in 1931, even should shipments in Decem- 
ber equal those in December, 1931. 

Shipments in 1932, up to December 1, totaled 785,086 cars. 
December shipments last year were 58,757 cars. The two fig- 
ures give a projected total of 843,843 cars for this year, as 
contrasted with a total of 1,103,012 cars during the calendar 
year 1931. The 1931 shipments were 31,396 cars fewer than in 
1930. 

The peak movement since 1922 was reached in 1929 with 
a total rail and boat aggregate of 1,066,400 cars. The reduced 
volume this year is attributed chiefly to curtailed consumer 
demand and such low prices as to make it unprofitable for 
farmers to market produce. Continuing, the bureau says: 


An increasing number of farmers, moreover, are on a live-at-home 
basis, and farm housewives are presumed to have canned an unpre- 
cedented volume of fruits and vegetables against the winter season. 
The reduction in shipments suggests that city people have had less 
fresh fruits and vegetables this year than in ten years past, although 
some of the reduction in rail and boat shipments is due to heavier 
motor truck hauling of supplies to market. The bureau has no figures 
on the tonnage thus moved. The number of itinerant truckmen seems 
constantly to increase as does the number of roadside stands. Many 
consumers depend on these sources. 

Shipments of potatoes in 1932, up to December 1, were 186,058 cars, 
and should December shipments aggregate 13,303 cars as they did 
last December, the total movement for this year would be 199,361 
ears as contrasted with 241,003 cars in 1931. The movement in 1930 
totaled 252,411 cars. 

Practically all other fresh fruits and vegetables were moved in 
smaller volume this year, notably apples, cabbage, cantaloupes, celery, 
grapefruit, lettuce, and romaine, lemons, mixed citrus fruits, onions, 
oranges and satsumas, peaches, sweet potatoes, tomatoes and 
watermelons. 

Shipments of apples will be about 85,000 cars in 1932 against 98,330 
cars in 1931; cabbage, 28,400 cars against 38,798 cars last year; canta- 
loupes, 17,205 cars against 24,375 cars last year; celery, 21,000 cars 
against 22,503 cars last year; grapefruit, 22,800 cars against 29,000 
cars last year; lettuce and romaine, 46,700 cars against 49,890 cars 
last year; lemons, 15,600 cars against 18,229 cars last year; mixed 
citrus fruit, 10,700 cars against 14,672 cars; oranges and satsumas, 
81,400 cars against 92,740 cars; peaches, 20,735 cars against 46,070 
cars last year; sweet potatoes, 13,500 cars against 16,253 cars last 
year; tomatoes, 23,000 cars against 27,666 cars last year, and water- 
melons, 31,613 cars against 52,131 cars last year. 

The peak movement since 1922 was reached in 1929 with a total 
rail and boat movement of 1,066,400 cars. Shipments in 1932 will be 
the smallest since 1922 when 850,011 cars were moved. 


REVENUE FREIGHT LOADING 


Loading of revenue freight the week ended December 17 
totaled 516,796 cars, according te reports filed by the rail- 
roads with the car service division of the American Railway 
Association. This was a decrease of 4,420 cars under the pre- 
ceding week and a reduction of 64,374 cars under the same 
week last year. It also was a reduction of 197,069 cars under 
the same week two years ago. 

Miscellaneous freight loading the week ended December 
17 totaled 148,382 cars, a decrease of 19,216 cars below the 
preceding week; coal loading totaled 144,758 cars, an increase 
of 25,343 cars above the preceding week; coke loading amounted 
to 6,671 cars, an increase of 1,607 cars above the preceding 
week; loading of merchandise less-than-carload lot freight 


totaled 160,112 cars, a decrease of 5,955 cars under the preced- 
ing week; live stock loading amounted to 17,173 cars, a de- 
crease of 928 cars below the preceding week; grain and grain 
products loading totaled 25,589 cars, 2,163 cars below the pre- 
ceding week; 


forest products loading totaled 11,989 cars, a 
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decrease of 3,397 cars; and ore loading amounted to 2,122 cars 
an increase of 289 cars above the week before, ; 

Revenue freight loading by districts the week ended De. 
cember 17 and for the corresponding period of 1931 was reported 
as follows: 


Eastern district: Grain and grain products, 4,822 and 5,299: live 
stock, 1,817 and 2,069; coal, 33,398 and 24,640; coke, 2,646 and 1,904: 
forest products, 906 and 1,307; ore, 288 and 836; merchandise, L. C. L,’ 
42,239 and 50,657; miscellaneous, 35,330 and 41,804; total, 1932, 121,446: 
1931, 128,516; 1930, 158,551. 7 

Allegheny district: Grain and grain products, 2,604 and 2,612; 
live stock, 1,333 and 1,548; coal, 29,505 and 30,425; coke, 1,906 and 
2,118; forest products, 766 and 914; ore, 90 and 482; merchandise 
L. C. L., 32,608 and 38,770; miscellaneous, 27,953 and 38,429; total’ 
1932, 96,765; 1931, 115,298; 1930, 138,738. ; 

Pocahontas district: Grain and grain products, 228 and 235: live 
stock, 76 and 56; coal, 31,369 and 26,020; coke, 183 and 205; forest 
products, 329 and 632; ore, 35 and 27; merchandise, L. C. L.. 4,716 
= ——_ 3,365 and 4,235; total, 1932, 40,301; 1931, 36,666; 

Southern district: Grain and grain products, 2,199 and 2,251; live 
stock, 772 and 931; coal, 20,392 and 15,230; coke, 522 and 362; forest 
products, 4,180 and 6,677; ore, 199 and 312; merchandise, L. C. L, 
27,311 and 32,781; miscellaneous, 24,627 and 31,550; total, 1932, 80,202: 
1931, 90,094; 1930, 111,968, 

_ Northwestern district: Grain and grain products, 5,855 and 6,019; 
live stock, 5,419 and 7,039; coal, 9,732 and 7,507; coke, 1,065 and 646; 
forest products, 3,231 and 4,121; ore, 45 and 83; merchandise, L. C. L., 
18,637 and 23,436; miscellaneous, 15,553 and 17,900; total, 1932, 59,537; 
1931, 66,751; 1930, 83,984. 

_ Central western district: Grain and grain products, 6,765 and 8,830; 
live stock, 6,416 and 7,762; coal, 14,166 and 11,215; coke, 146 and 120: 
forest products, 1,416 and 2,680; ore, 1,360 and 2,158; merchandise, 
L. C. L., 22,228 and 26,923; miscellaneous, 23,055 and 32,115; total, 
1932, 75,552; 1931, 91,803; 1930, 114,226. 

Southwestern district: Grain and grain products, 3,116 and 3,166; 
live stock, 1,340 and 1,728; coal, 6,196 and 4,782; coke, 203 and 91; 
forest products, 1,161 and 1,820; ore, 105 and 325; merchandise, L. C. L, 
12,373 and 14,101; miscellaneous, 18,499 and 26,029; total, 1932, 42,993; 
1931, 52,042; 1930, 62,138. 

Total, all roads: Grain and grain products, 25,589 and 28,412; live 
stock, 17,173 and 21,113; coal, 144,758 and 119,819; coke, 6,671 and 5,446; 
forest products, 11,989 and 18,151; ore, 2,122 and 4,223; merchandise, 
L, C. L., 160,112 and 191,924; miscellaneous, 148,382 and 192,062; total, 
1932, 516,796; 1931, 581,170; 1930, 713,865. 

Loading of revenue freight in 1932 compared with the two 


previous years follows: 


1932 1931 1930 

Four weeks in January.............0. 2,269,875 2,873,211 3,470,797 
Four weeks in February............. 2,245,325 2,834,119 3,506,899 
Four Weekes im BEArTORM.. 2... cccseseces 2,280,672 2,936,928 3,515,733 
PivG WOGES 1 AMTEl.....ccisccsccccses 2,772,888 3,757,863 4,561,634 
ge ee aor ee 2,087,756 2,958,784 3,650,775 
WOGE WOGRS I. PUM. occ c ce ccicveccccccs 1,966,355 2,991,950 3,718,983 
ye ee errr 2,422,134 3,692,362 4,475,391 
Four weeks in August.......6.cccc.ce 2,065,079 2,990,507 3,752,048 
Four weeks ini September........... 2,244,599 2,908,271 3,725,686 
BIVS WEES 1 OChONET..0 oc ccccccccces 3,158,104 3,813,162 4,751,349 
Four weeks in November............ 2,195,209 2,619,309 3,191,342 
Week ended December 3............. 547,461 636,366 787,072 
Week ended December 10............ 521,216 613,621 744,353 
Week ended December 17............ 516,796 581,170 713,865 

WOON:  cibiesavascuase ee or er 27,293,469 36,207,623 44,565,927 


CAR LOADINGS AND BUSINESS 

The comment that the figures for freight car loadings no 
longer reflected business conditions as much as they did in 
former times was made December 31 by Secretary of Commerce 
Roy D. Chapin in a statement discussing economic conditions. 

“The total number of freight cars loaded declined approxi- 
mately one-fourth from the level of the preceding year,” said 
he, referring to 1932. “It must be borne in mind, however, 
that because of the expansion of pipe lines and motor truck 
transportation, the figures for freight car loadings have become 
somewhat less significant as a measure of long-time changes 
in the movement of goods.” 


ADVISORY BOARD PROCEDURE 


In line with recommendations of the meeting at Chicago 
last November of representatives of all the advisory boards that 
activities be broadened, L. E. Banta, traffic manager of the 
Indianapolis Board of Trade, as chairman of the advisory com- 
mittee of the Ohio Valley Shippers’ Advisory Board, at the 
last meeting of that organization, outlined some of the things 
that might receive attention from the board and made various 
proposals as to activities. Among other things, he said that 
railroad representation at the board meetings should be limited 
to “key” men in the operating of traffic departments and that 
individuals not directly concerned in the functioning of the 
boards should not be encouraged to attend. 

“We can avoid much criticism and aid the carriers in their 
economy programs if we do not ‘lay on’ or expect such rail- 
road attendance,” he said. “The vying of raliroads for a com- 
petitive showing is now not necessary, and, in view, of the 
likelihood of a close scrutiny of expenses in traffic depart- 
ments, the carriers might well retrench as suggested. Regis- 
tration has always been top-heavy.” 

Railroad distribution of tariffs, progress of air transpor- 
tation, the forthcoming report of the Coolidge committee, stand- 
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December 31, 1932 


ing rate committee procedure, and various other matters, should 
pe studied by the boards, he said. Considerable money could 
pe saved by the carriers by reform of tariff distribution prac- 
tices, he held. 

He also recommended that minutes of the various boards be 
exchanged among board chairmen. “This might bring about 
the formation of a national body composed of active men in 
the various boards for the harmonization of action in matters 
of general import,” he said. 

Since the transportation problem was national, and co- 
ordination of all forms of transportation was admittedly de- 
sirable, he insisted, users and dispensers of transportation had 
a community of interest. 


MIDWEST ADVISORY BOARD 


The Midwest Shippers’ Advisory Board will hold its ninth 
annual meeting at the Palmer House, Chicago, January 5. Esti- 
mates of carloadings will be made by committees representing 
the various industries of the territory and the railroads will 
report as to condition of equipment and other matters. Samuel 
Hastings, president, Illinois Manufacturers’ Association, will 
make the principal address. General transportation conditions 
will be reviewed by L. M. Betts, manager of the car service divi- 
sion, American Railway Association, Washington, D. C. Con- 
ditions local to the board will be discussed by W. D. Beck, 
district manager, car service division, American Railway Asso- 
ciation. 


RAILROADS IN 1932 


(By R. H. Aishton, President of the American Railway Association 
and Chairman of the Association of Railway Executives) 


Continuation of the economic depression has enlarged and 
intensified the problems of the railroads of this country. 


In the matter of both traffic and earnings, the year 1932 
has been as great a disappointment to the railways as to other 
lines of industrial effort. Preliminary reports, from the rail- 
ways, which will not become complete for several weeks, indi- 
cate that loading of revenue freight in 1932 will total 28,100,000 
cars, the lowest for any year since the tabulation of these 
reports began in 1918, and a reduction of 9,053,100 cars or 24.4 
per cent under the total for 1931. 

Measured in net ton miles, the volume of freight handled 
in 1932 will be, complete reports are expected to show, 
257,000,000,000 net ton miles, which was lower than for any 
year since 1909, and a reduction of 24.4 per cent under 1931. 

Preliminary reports for the year Show that the Class I 
railroads as a whole had a net railway operating income in 
1932 of $324,000,000 or a return of 1.21 per cent on their prop- 
erty investment. Class I railroads in 1931 had a net railway 
operating income of $531,000,000, which was a return of 1.98 
per cent on their property investment. Gross operating rev- 
enues in 1932 amounted to approximately $3,150,000,000, a 
decrease of 25.6 per cent under those for 1931, while operating 
expenses amounted to $2,419,000,000, a decrease of 25.9 per 
cent under the previous year. 

Net income, after fixed charges, disappeared in the rail- 
Way industry in 1932. For the carriers, as a whole, the aggre- 
gate net deficit was close to $200,000,000. Some companies 
more than earned their interest and fixed charges during the 
year but more than 80 per cent of the mileage failed to do so. 
It is obvious that the railroads of the country, like nearly all 
other kinds of business, have suffered a severe depletion of 
revenues due to lack of business. 

The estimate of earnings for the twelve months of 1932 
is based on complete reports for the first ten months and an 
estimate by the Bureau of Railway Economics as to earnings 
in November and December. The net railway operating income 
for the ten months’ period totaled $266,295,000, compared with 
$473,539,000 for the corresponding period in 1931. 

Passenger traffic in 1932 was less than for any year since 
1900, amounting to 16,775,000,000 passenger miles. This was 
a reduction of 64.2 per cent under the record year of 1920. 

Prospects for rail traffic and revenues in the year 1933 
depend in the main on the up trend of general business condi- 
tions. The degree to which competition by the unregulated 
commercial carriers operating for hire over the public highways 
and by water continue to grow will also have an important 
bearing. 

Any stimulation in business activity will almost at once 
be reflected in increased rail traffic and earnings, but if the 
railroads are to continue to meet adequately and efficiently, as 
they have been doing, the commercial needs of the nation, it 
IS essential that all agencies of transportation be given an 
equal opportunity to compete on a fair and equitable basis. 
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Questions and Answers 


N this column will be answered questions of both legal and practical 

nature that confront persons dealing with traffic. A specialist on inter- 

state commerce law, who is a member of our legal department, will give 
is opinion in answer to any simple question relating to the law of interstate 
transportation of freight. A traffic man of long experience and wide knowl- 
edge will answer questions oe, practical traffic problems. We d6 not 
desire to take the place of the traffic man but to help him in his work. 

The right is reserved to refuse to answer in this column any question, 
legal or traffic, that it may appear to us unwise to answer or that involves a 
situation too complex for the kind of investigation herein contemplated. If a 
more comprehensive answer to a question is desired than is thought proper for 
this column, the department will answer it by letter for a reasonable charge. 

No attention will be paid to anonymous communications or questions 
from non subscribers. 

Address Questions and Answers Department, 
Traffic Service Corporation, Mills Building, Washington, D. C. 
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Sales—Passage of Title to Goods 


Wisconsin.—Question: The following is an excerpt of a 
paper on the subject of determining the true ownership of goods 
shipped and while in transit: 

In determining the true ownership of shipped goods, investigation 
must be made of who selected the mode of shipment. In other words, 
if the purchaser ordered the seller to make shipment over a specified 
route or carrier the purchaser is the legal owner the instant the goods 
are accepted by the carrier, provided, of course, that the shipped 
goods conform with the terms of the contract. On the other hand, 
if the purchaser does not specify in the contract of sale how delivery 
shall be made and the seller selects the carrier, the seller remains 
owner of the goods until the shipment is accepted by the purchaser. 


The common understanding has been that other factors 
enter into the question of determining the ownership. For in- 
stance, if the merchandise is sold f. o. b. shipping point, the 
accepted rule has been that when the goods are delivered to 
the transportation agency at shipping point, and receipt ob- 
tained therefor as having been delivered in good condition, the 
title reverts to the consignee. The same condition prevails 
if goods are sold f. o. b. shipping point, subject to a limited 
freight allowance. If, however, goods are sold f. o. b. des- 
tination point, the title remains in the consignor until the 
goods are on hand for delivery to the consignee at destination 
point, where, upon arrival, they then become the property of 
the consignee. 

Undoubtedly the Commission and the courts have ruled on 
this question, and we therefore ask you to publish this letter 
and the excerpt and let us have the correct interpretation of 
this situation, together with Commission and court references 
if any decisions have been rendered. 

Answer: Where the sale of specific identified chattels or 
articles appropriated by the seller to the fulfilment of the con- 
tract, the queston as to when the title passes is primarily one 
of the intention of the parties to be derived from the terms 
of the contract and the circumstances of the case. The parties 
may by the express terms of the contract fix the time at which 
the title shall pass and ordinarily full effect will be given to 
such provisions as between the parties. But as the parties do 
not always stipulate in this respect, the courts when called 
upon to determine when the title passes must necessarily seek 
to arrive at the intention of the parties as evidenced by the 
circumstances and the otherwise indefinite expressions of in- 
tention, and in doing so have laid down certain more or less 
definite rules to govern the circumstances of particular cases. 
These somewhat technical rules, however, being adopted as the 
best means of arriving at the intention of the parties must 
give way when their intention otherwise appears.. It seems 
that ordinarily the question of intention is one of fact for the 
determination of the jury, but if the intention is to be deter- 
mined mainly from a construction of written instruments, the 
legal effect of which is for the court, and uncontradicted 
evidence, it is one for the court. A general usage or custom 
of the trade or business in question may be controlling to 
show the intention of the parties as to when the title passes 
and effect will be given therto if the intention of the parties 
is otherwise left indefinite. (See Pleasants vs. Pendleton, 6 
Rand (Va.) 473, 18 Am. Dec. 726.) 

Where the provision is f. o. b. at point of shipment the 
title will pass, as a general rule, when the property is placed 
on the cars for shipment; on the other hand where the provi- 
sion is for delivery f. o. b. the point of destination the title 
is not, as a rule, considered to pass until the subject matter 
has reached such point, as the delivery to the carrier is not 
a delivery to the buyer. 

Ordinarily when goods are to be shipped by the seller 
and at his expense, to the place of business of the buyer, such 
place is the place of delivery; but the prepayment of freight 
by the seller does not conclusively show that the place of 
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delivery is the buyer’s place of business. Dannemiller vs. Kirk- 
patrick, 201 Pa. St. 218, 50 At. 928; Neimeyer Lumber Co. vs. 
Burlington, etc., R. Co., 74 N. W. 670; McLaughlin vs. Marston, 
47 N. W. 1058; Heert vs. Ridenour-Raymond Grocer Co., 108 
Pac. 968. 

Ordinarily, in the absence of an agreement showing a con- 
trary intention, and subject to the seller’s right of stoppage in 
transitu in a proper case, a delivery of the goods by the seller 
to a carrier for shipment to the buyer is a delivery to the 
buyer, provided the carrier is the one designated by the buyer 
or, in the absence of such designation, is one usually employed 
in the transportation of goods from the place of the seller 
to that of the buyer; and the fact that no bill of lading is 
executed and sent to the buyer is immaterial in the absence of 
a usage requiring it. Upon delivery to the carrier, the carrier 
becomes the agent or bailee of the buyer, so that the seller 
is not liable for loss or injury to the goods in transit, or for 
delay in delivery by the carrier, without fault on his part, 
although under some circumstances the carrier may be the agent 
of both parties. Savannah Chemical Co. vs. Grace, 293 Fed. 
145 (Certiorari denied 264 U. S. 590); Andrews vs. U. S., 41 
Ct. Cl. 48 (affirmed 207 U. S. 229, 28 S. Ct. 100); Garfield, etc., 
Coal Co. vs. Penna. Coal, etc., Co., 199 Mass. 22, 84 N. E. 1020; 
Schanz vs. Bramwell, 143 N. Y. S. 1057; Emery vs. Irving Nat. 
Bank, 25 Oh. St. 360, 18 Am. R. 299; Pittsburgh Provision, etc., 
Co. vs. Cudahy Packing Co., 260 Pa. 135, 103 Atl. 548. 


Perishables—Liability of Carrier for Loss From Freezing 


Louisiana.—Question: Will you please advise if you can 
locate any court decisions concerning carrier’s liability in the 
following case: 

A car of apples was forwarded from Washington State des- 
tined to Louisiana with instructinos from the shipper for initial 
icing service. 

En route the shipment encountered extreme low tempera- 
ture and arrived at destination in a frozen condition. 

Of course we know that the perishable protective tariff 
provides various forms of protective service which may be 
selected by the shippers, but inasmuch as conditions at time of 
shipment justified shipper’s instructions and an unheralded cold 
wave from Canada developed, we believe that as the carrier was 
cognizant of the circumstances they failed to exercise proper 
diligence for the protection of the shipment while in their 
possession. 

Answer: In general, it is the duty of a common carrier to 
provide and furnish all reasonable and necessary facilities for 
the prompt transportation of such goods as it holds itself out 
to the public as engaged in carrying, in such quantities as 
might reasonably and ordinarily be expected to be offered for 
carriage, and to exercise such care as is required to protect 
the goods from loss or damage during transportation. 

Certain decisions hold that the carrier is liable where goods 
are frozen owing to its negligence either in shipping at a sea- 
son of the year when a freezing spell might reasonably be 
anticipated, or in not taking care of the shipment during the 
freezing weather. Hewett vs. Chicago, etc., R. Co. 63 Iowa 
611; Fox vs. Boston, etc., R. Co., 19 N. E. 222 (Mass.); McGraw 
vs. Baltimore, etc., R. Co., 41 Amer. Rep. 696; Mich. Central 
R. R. Co. vs. Burrows, 33 Mich. 6; Milton vs. Denver, etc., R. 
Co., 29 Pac. 22 (Colo.); Pierce vs. Sou. Pac. R. Co. (Cal.), 47 
Pac. 874; Hinton vs. Eastern R. Co. (Minn.), 75 N. W. 373; 
Nelson & Co. vs. C. & N. W. Ry. Co. (Neb.), 167 N. W. 574; 
Young & Co. vs. G. R. & I. R. Co. (Minn.), 167 N. W. 11. 

Other cases, however, hold that while freezing weather 
such as is likely to cause injury to freight, vegetables, fruit 
trees and like property, is not deemed an act of God, the carrier 
will not be liable for such causes unless by some fault or negli- 
gence on his part.. See Dye Produce Co. vs. Davis, 209 N. W. 
744; Atlantic Trans. Co. vs. P. R. R., 130 At. 65; Schwartz vs. 
Erie R. Co., 106 S. W. 1188; White vs. Minneapolis, etc., R. R. 
(Minn.), 127 N. W. 544; Calender-Vanderhoff Co. vs. Chicago, 
etc., R. Co., 109 N. W. 402; Vail vs. Pacific R. Co., 63 Mo. 230. 

Another class of cases hold that a railroad by its contract 
to safely carry, does not insure perishable freight against the 
effect to temperature encountered by it during the period ordi- 
narily required by it for transportation unless the circumstances 
under which the contract of carriage is made are such as 
imply an undertaking to that extent on the part of the carrier, 
or that there are tariff provisions which specifically authorize 
such a contract of carriage. See Brenninson vs. Pa. R. Co., 110 
N. W. 362 (Minn.); Pac. Fruit Produce Co. vs. Mo. Pac. 186 
Pac. 852 (Wash.); Clements vs. D. & R. G., 219 S. W. 660; 
W. H. Blodgett Co. vs. N. Y. C. R. Co., 159 N. E. 45; Slinn 
Co., Inc., vs. American Ry. Exp. Co., 220 N. Y. S. 391; North- 
= Wisconsin Produce Co. vs. C. & N. W. Ry. Co., 234 N. W. 

A carrier must not contribute to the injury by any negligent 
act of its own and a carrier is therefore liable for injuries to 
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vegetables caused by freezing when the result of such neglj. 
gence. See McGraw vs. B. & O. (W. Va.), 41 Amer. Rep. 696; 
Bivens Bros. vs. A. C. L. (N. C.), 97 S. E. 215; White vs, 
Ry. Co. (Minn.), 126 N. W. 533; Young vs. Maine Cent. (Me) 
93 At. 48; Barnes Co. vs. U. P. Ry., 173 N. W. 943. 

In Cassone vs. N. Y. N. H. & H. R. Co., 123 At. 280, it 
was held that where ventilation was selected by the shipper 
no recovery could be had where refrigeration would have pre. 
vented injury to the goods. 

In Dolan Fruit Co. vs. Davis, 196 N. W. 168, it was held 
that the refusal of a carrier in the absence of great emergency 
to round-house bananas so as to permit ventilation was not 
negligence where the special service was not offered generally 
in published tariffs. 


Liability of Transfer Company for Loss of Undelivered Goods 


Washington.—Question: Please quote sufficient law for us 
to determine whether we are in a position to collect under the 
circumstances of the following case. We use a transfer com- 
pany for the purpose of distributing merchandise picked up 
from the railroads, daily. In the course of events a case or 
more of a certain commodity was sent back to the transfer 
company, either by our salesman or the customer. 

It appears that this was held by the transfer company 
without charging storage, although it is to be assumed that 
they obtained compensation for hauling it from the depot to 
the customer’s place of business. 

Time went on and the merchandise in question was stolen 
from the warehouse and claim was filed by us, we intimating 
that we would wait for our check from their insurance com- 
pany. After thirty days had elapsed, they inform us that they 
carried no insurance on the commodity in question, inasmuch 
as we were paying them nothing for storage. 

We do not want anyone to store for us unless we pay them. 
We did not store there regularly and no thought was given to 
this feature.. 

We believe there is some responsibility on the part of a 
large warehouse taking care of a situation of this kind by 
blanket policy. It would appear as if they were guilty of 
contributory negligence. 

We cannot, of course, look into the honesty and integrity 
of their employes, because of which we should be protected by 
some provision other than ordinary bond. 

This briefly tells the story in which we have possibly con- 
tributed to the loss by our inability to pay a storage charge 
for the service rendered which we desire to do and expect to 
do in the future. 

What is the law in this particular case, and your opinion 
as to the result of bringing suit against the warehouse com- 
pany in the premises. 

The claim amounts to about $75, which of course has some- 
thing to do with the filing of a suit. 

Answer: With respect to this question see the decision of 
the Supreme Court of the United States in Southern Ry. Co. 
vs. Prescott, 240 U. S. 632, 36 S. Ct. 469, which involved the 
liability of a common carrier of an interstate shipment as 
warehouseman of the goods after their arrival at destination. 
In this case the bill of lading provided that property not re- 
moved by the party entitled to receive it within 48 hours after 
notice of arrival, might be kept in car, depot, or warehouse, 
“subject to reasonable charge for storage and carrier’s liability 
as warehouseman only.” After arrival of the goods the con- 
signee paid the entire freight charges and took away four of 
the thirteen packages constituting the shipment. The company’s 
agent consented that nine packages might remain to meet the 
consignee’s convenience in removal. Before they were Called 
for the carrier’s warehouse, with its contents, was destroyed by 
fire. The Supreme Court held that “transportation” as defined 
in the act includes the service of the carrier as warehouse- 
man and that the retention of a part of the shipment in ques- 
tion was a terminal service forming part of the transportation 
service in the sense of, and governed by, the act to regulate 
commerce and that the carrier was liable for negligence only. 

In the instant case the arrangement between your company 
and the transfer company for the distribution of your mer- 
chandise must be looked to for a determination of whether 
or not the goods in question were held in the transfer com- 
pany’s warehouse as a part of its transportation service within 
the principle of the decisions of the court above referred to. 

It appears that the transfer company’s contention is that 
it was holding the goods as a gratuitious bailee and not as 4 
bailee for hire. We believe, however, there is a presumption 
that the goods were held by the transfer company as a bailee 
for hire, but even though the goods were being held by the 
transfer company as a gratitious bailee there was, in our 
opinion, an obligation on its part to advise you within a reason- 
able time of the fact that it so held the goods and to ask for 
disposition thereof.. . 
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It is the general rule that the keeper of a warehouse, in 
the absence of contract or positive statute changing the rule, 
jg not an insurer of the safety of the stored goods, but is 
liable only for loss or injury resulting from his negligence, and 
in this respect his liability is to be distinguished from that of 
a common carrier. A warehouseman is not liable to the owner 
of goods where they are destroyed by an act of God without 
contributory negligence on the part of such warehouseman. 

While a warehouseman is not an insurer of the safety of 
goods stored with him, he is, nevertheless, required to exercise 
a reasonable degree of prudence for their protection. Reason- 
able care has been defined as that degree of prudence which 
an ordinarily careful person would exercise in respect to similar 
property owned by himself, or the care and diligence which 
ordinarily prudent warehousemen are accustomed to exercise 
under similar circumstances. The general] rule is usually held 
to apply to all classes of warehousemen, whether wharfingers, 
forwarding merchants, bonded warehousemen, safe deposit com- 
panies, stockyard keepers, or common carriers holding goods 
in storage. Note: 24 Am. Dec. 146 (148). 

As a gratuitous bailee the transfer company would be liable 
for lack of slight care. 


Reparation—Application of Arizona Grocery Company Case 

New York.—Question: Referring to the principles laid 
down in the Arizona Grocery Company case, 284 U. S. 370, will 
thank you to furnish me with the following information: 

A certain freight rate was at one time attacked as unrea- 
sonable and the Commission found that the rate was not 
unreasonable and dismissed the complaint. If on a subsequent 
complaint, the Commission finds that rate to be unreasonable, 
can reparation be awarded or would the Commission be pre- 
cluded from awarding reparation in view of the Supreme Court 
decision in the Arizona Grocery Company case? 

Answer: In its decision in St. Johns Cooperative Co. vs. 
Cincinnati, S. & M. R. Co., 185 I. C. C. 669, the Commission held, 
where certain rates under attack were found not unreasonable 
in a former decision and no increase had been made in them 
since that time, that following the principle laid down by the 
Supreme Court of the United States in Arizona Grocery Co. vs. 
Atchison Ry., 284 U. S. 370, wherein it was held that the carriers 
may not be subjected to the payment of reparation where the 
rates assailed are those previously found reasonable by it, 
no damage under section 1 of the act could be awarded. 


Storage—Refused or Unclaimed Shipments—Free Time Allowed 


Wisconsin.—Question: A makes a shipment to B. The 
shipment arrives at destination and B is properly notified of 
its arrival. B does not pick up the shipment, and six days 
from the date of arrival refuses the shipment. A is properly 
notified of the refusal of the shipment and a period of seven 
days expires before disposition of the shipment is received. 

The point in question is, how many days’ storage has 
accumulated and chargeable to A? A was notified within the 
required time set up in the railroad’s ruling. 

Answer: Section B-1 of Rule 2 of Agent Jones’ Freight 
Tariff No. 1-I, I. C. C. No. 2558, provides that notice shall be 
immediately sent or given the consignor of refusal of less than 
carload shipments; that unclaimed less than carload shipments 
shall be treated as refused after fifteen calendar days from 
expiration of free time. Rule 3 of this tariff provides that 
48 hours’ (two days’) free time will be allowed for the removal 
of inbound freight from car or railroad premises; that 24 
hours’ (one day) free time will be allowed on less than car- 
load freight held for reshipment. Section C, of Rule 4, of 
this tariff provides that on inbound freight held for removal and 
on freight held for reshipment time will be computed from 
the first 7:00 A. M. after the day on which notice of arrival 
is sent or given the consignee. 

Apparently the question at issue is whether 24 hours’ or 48 
hours’ free time is to be allowed, as it appears the proper notice 
of refusal was given the consignor by the carrier. 

In the information as to what disposition was made of the 
shipment, that is, as to whether delivery was finally made 
at destination or whether the shipment was returned to origin 
or sent to another destination, and in the absence of advice 
as to the period the shipment was held, there can be no de- 
termination of the amount of storage due. 

As to our views with respect to the free time to be allowed 
on such a shipment, see our answer to Illinois, page 606 of 
the Sept. 15, 1928, Traffic World, and the answer to Illinois 
on page 1001 of the Oct. 19, 1929, Traffic World. 


Tariff Interpretation—Application of Emergency Rate Tariff to 
Shipments Moving Under Provisions of Rough Material 
Rate Tariff 


Arkansas.—Question: Will you kindly favor us with your 
interpretation of the provisions of the tariff of emergency 
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charges, Agent J. E. Johanson’s Tariff 24-A, I. C. C. 2398, with 
respect to the following: 

L. & A. Ry. Co.’s I. C. C. 1388, Supplement 5, Item 300-B, 
provides a per car charge for certain rough material applicable 
when a prescribed percentage of the inbound weight in finished 
products from the manufacturing point has been reshipped via 
said line. While this per car charge is termed a “Net Rate,” 
in our view it is in the nature of a proportional rate. In 
Missouri Pacific R. R. Co.’s I. C. C. A-8163 and Frisco Ry. Co.’s 
I. C. C. 9346, similar rates via those lines are termed propor- 
tional rates. 

The rough material shipment (inbound for manufacture and 
reshipment of finished products in fulfillment of the require- 
ments of this tariff, thereby making applicable the net or pro- 
portional rates therein) is clearly a transit shipment within 
the meaning given that term in item 20 of the Tariff of 
Emergency Charges. Item 20 of the Tariff of Emergency 
Charges provides: 


F Apply one emergency charge to the through shipment from 
original shipping point -to ultimate destination at the emergency 
charge rate provided herein for the outbound commodity. 


Said item further provides: 


(b) Where freight is. accorded a transit privilege under tariffs 
which provide for the computation of transportation charges on a 
different basis into and out of the transit point (such as propor- 
tional rates to and/or from the transit point), the emergency charge 
shall be either that accruing for the movement into the transit point 
or that accruing for the movement beyond the transit point, which- 
ever is higher. (But not both.) 


Since the emergency charge for the outbound commodity 
is higher, it is our view that that is the only emergency charge 
to be applied, and that there should not be applied a separate 
and additional emergency charge for the movement of the rough 
material to the transit point. 

It is the carrier’s contention that the rates published in its 
Tariff I. C. C. 3188 are neither transit nor proportional rates, 
and it does not interpret the Commission’s order in Ex Parte 
103 as authorizing the waiving of the emergency charge on 
rough material moving into manufacturing plants for manu- 
facture and at the “Net” rates, but, on the other hand, it is 
its view that the Tariff of Emergency Charges requires the 
assessing of an emergency charge in connection with the rough 
material rate inbound and likewise a separate and additional 
emergency charge on the finished product outbound. 

Answer: Item 20, of the Tariff of Emergency Charges pro- 
vides: 

Where shipments are accorded transit privileges under transit 
tariffs (either with or without a transit charge or out of line charge) 
on basis of a through transportation rate (whether composed of one 
or more factors) and such shipments are forwarded from original 
shipping station during the effectiveness of this tariff, the emergency 
~~ for the movement under such rate shall be determined as 
oO Ss: 


In our opinion, the provisions of Item 20 of the Emergency 
Tariff quoted in your letter are not applicable to a shipment 
moving under the provisions of L. & A. Ry. Co.’s I. C. C. 1388, 
in that this tariff does not accord a transit privilege within the 
meaning of Item 20. See, in this connection, the decision of the 
Supreme Court of the United States in Arkadelphia Milling 
Co. vs. St. L. S. W. Ry., 249 U. S. 134, 39 S. Ct. 237. 

Damages—Delay—Special 

lowa.—Question: Shipments of eggs are sold on the basis 
of the New York market quotations, on date of delivery. There 
is a delay in transit and a decline in these market quotations, 
Claims are filed for the difference. The purchaser orders cars 
shipped to various destinations outside of New York City, such 
as Philadelphia, Buffalo, and Detroit. The local market quo- 
tations at these various delivery points are, as a rule, lower 
than the New York market quotations. The carriers are de- 
clining these claims, stating that they are only liable for the 
difference in market value at billed destination, as between the 
time the car should and did arrive. These are not sold on 
consignment, and the basis of value is that fixed by the New 
York market before the shipper knows to what destination the 
car is to be billed. 

Are we correct in filing these claims on the basis of the 
New York market quotations? 

Answer: A carrier who unreasonably delays the transpor- 
tation of goods shipped under a contract of sale is not liable 
for any special damages occasioned by the loss of the sale, as, 
for instance, any profits the shipper would have made by 
delivery of the goods at destination according to the contract 
of sale, unless at or before the day of the shipment the carrier 
was notified of the existence of the contract and that the goods 
were being shipped in accordance therewith. Stavangren vs. 


S. S. Co., 250 Fed. 67; Mitsubishi Shoji Kaisha, Ltd., vs. Davis, 
Illinois Central R. R. Co. vs. Cobb, 64 Ill. 128. 


291 Fed. 882; 
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The general rule is that, under the circumstances noted, the 
measure of damages is the difference between the market value 
of the goods at the time they ought to have been delivered 
and their value at the time they were actually delivered; Phila- 
delphia, etc., R. Co. vs. Lehman, 56 Md. 209, 40 Am. Rep. 415; 
Lindley vs. Richmond, etc., R. Co., 88 N. C. 547, with such other 
and incidental damages as proximately flow from the delay. 
To this is to be added interest and the unpaid cost of trans- 
portation deducted. 

Where goods are contracted to be sold at a fixed price and 
to be delivered at a particular place, and the carrier under- 
takes the transportation thereof, with full notice that the goods 
are to be sold if forwarded seasonably, the consignor will be 
entitled to recover the difference between the contract price 
and the value of the goods when actually delivered, if, by 
reason of unreasonable delay in transportation he loses the 
sale. Bastian Bros. Co. vs. American Ry. Express Co., 199 
‘N. Y. S. 572; Coulter vs. G. C. & S. F. Ry., 248 S. W. 788; 
Wilson vs. Hines, Director General of Railroads, 196 Pac. 1007. 
Under these circumstances, the undertaking is special and the 
loss and liability is special. 


Freight Charges—Liability of Consignor Signing No Recourse 
Provision of Bill of Lading for Undercharge Where Con- 
signee Advises Carrier He Has No Beneficial Interest in 
Goods 
Alabama.—Question: During April, 1931, a client of ours 

shipped a car of cabbage from A, Alabama, to B, Pennsylvania, 

signing the “No recourse on consignor” clause in the bill of 
lading. 

The consignee gave notice at the time of the delivery of 
the shipment that he had no beneficial interest in the shipment, 
pursuant to the provisions of the amended paragraph 2, sec- 
tion 3, of the interstate commerce act, effective March 4, 1927. 
There was an error in the freight collected, and the railroad 
company has now billed the consignor with an undercharge. 
Please advise us if the consignor is liable, in view of the fact 
that he signed the “no recourse clause” in the bill of lading. 

Answer: In our opinion, the consignor cannot exempt him- 
self from liability for an undercharge by signing the “no re- 
course” stipulation provided for in section 7 of the Uniform 
Bill of Lading, where goods are consigned to a party who has 
no beneficial interest therein, and who advises the delivering 
carrier to this effect at the time the goods are tendered for 
delivery. 

The provisions of paragraph 2 of section 3 of the inter- 
state commerce act as amended March 4, 1927, specifically 
makes the consignor or shipper liable under such circumstances. 
It is provided therein that where carriers by railroad are in- 
structed by a shipper or consignor to deliver property trans- 
ported by such carrier to a consignee other than the shipper 
of consignor, such consignee shall not be legally liable for 
transportation charges in respect of the transportation of such 
property (beyond those billed against him at time of delivery 
for which he is otherwise liable) which may be found to be 
due after the property has been delivered to him, if the con- 
signee (a) is an agent only and has no beneficial title in the 
property, and (b) prior to delivery of the property has notified 
the delivering carrier in writing of the fact of such agency and 
absence of beneficial title, and in the case of a shipment re- 
consigned or diverted to a point other than that specified in 
the original bill of lading has also notified the delivering car- 
rier in writing of the name and address of the beneficial owner 
of the property. In such cases the shipper or consignor or, in 
the case of a shipment so reconsigned or diverted, the bene- 
ficial owner shall be liable for such additional charges, irre- 
spective of any provisions to the contrary in the bill of lading 
or in the contract under which the shipment was made. An 
action for the enforcement of such liability may be begun 
within the period provided in paragraph (3) of section 16 or 
before the expiration of six months after final judgment against 
the carrier in an action against the consignee begun within 
the period provided in paragraph (3) of section 16. If the 
consignee has given to the carrier erroneous information as 
to who the beneficial owner is, such consignee shall himself 
peliable for such additional charges, notwithstanding the fore- 
going provisions of this paragraph. 


Liability of Carrier—Loss of Fixtures From Cattle Car 


lowa.—Question: A claim filed with the carriers for loss 
of material stolen from a car while being held by them for 
reloading show cattle has been declined with the statement 
that the items for which we have presented claim were not 
included in the contract of transportation and for that reason 
they have ruled that there is no liability for their value. 

While it is true the items stolen from the car were not 
listed in the bill of lading contract, but were necessary items, 
such as hay, water tank and gates, for the proper care of 
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stock, it is our opinion that they are responsible for thege 
items as well as the stock, when there was no negligence op 
our part. 

The doors of the car were securely padlocked and the locks 
had been broken and the items taken out while the stock was 
being exhibited at the live stock show. 

Will you please give us your opinion as to the liability 
of the carriers, citing decisions on this subject? 


Answer: We can locate no decisions of the courts which 
cover facts such as those set forth in your letter. 


If the articles stolen from the car may be considered part 
and parcel of the shipment which was loaded therein, as we 
believe they would be so considered, the carrier may be held 
liable for the loss thereof while in the possession of the carrier 
as such, during the time the live stock was being exhibited, 


We presume the shipment moved under the uniform live 
stock contract. If so, unless a valid contractual provision to 
the contrary was incorporated in the contract of shipment en. 
tered into between the shipper and carrier, the carrier’s liability 
as such, as to the articles in question, continued during the 
time the cars were held awaiting reloading of the cattle after 
exhibition at the live stock show. 


ERIE COMMUTATION FARES 


The Commission, on Dec. 27, refused to suspend Erie I. C. C. 
No. 3200, proposing to increase commutation passenger fares 
between New York and points on its own lines in the metro- 
politan area and between intermediate stations on those lines 
and from New York to points on the Lehigh & Hudson River, 
effective Jan. 1, 1933. 


Protests were made largely against increases in the 
monthly commutation fares. It was estimated that the in. 
creases proposed would amount to about 15 per cent. The Erie, 
in its defense of its proposal, pointed out that the Commission, 
recently, had permitted the Lackawanna to make qa 15 per cent 
increase on its steam lines and a 25 per cent increase on its 
electrically operated lines, and that the New York commission 
had allowed the New York Central to make a 25 per cent in- 
crease in its commutation fares in that state. It said that it 
was doubtful whether commutation fares had ever been high 
enough to pay a proportionate part of the railroad’s expendi- 
tures, measured by the cost of the service performed. It was 
clear, said the Erie, that at present the character of passenger 
service which was required by communities where commuters 
resided was not supported by the revenue from the service and 
that the situation arising from the low rates by the mile for 
commutation service was aggravated by the heavy loss of travel 
outside of commutation hours, due largely to competing agencies 
of transportation which could not furnish service with suf- 
ficient speed, regularity, frequency or capacity to carry com- 
—" traffic or to be attractive to any considerable part 
of it. 


AVIATION INQUIRY 


An investigation by the Federal Trade Commission of avia- 
tion holding corporations has been proposed by Senator Nye, of 
North Dakota, in Senate resolution 312. Immediate considera- 
tion of the resolution was blocked by objection made by Senator 
Moses, of New Hampshire. The trade commission, under the 
resolution, is requested to furnish to the Senate the following 
information: 


(1) List of stocks held by aviation holding corporations; (2) list 
showing the various corporations owning stock in air mail transport 
lines and the amount of stock held in each inistance; (3) list showing 
directors of aviation holding companies owning aviation stocks in 
air-mail transport lines and having membership on the board of direc- 
tors of such air-transport companies; (4) list. showing airplane manu- 
facturers, airplane motor manufacturers, and airplane parts and 
instrument manufacturers owning stock in either aviation holding 
companies or air mail transport lines and the amount so held in 
each instance; (5) list of officers and directors of aviation holding 
companies who through stock ownership are officers and directors of 
air mail transport lines and companies manufacturing or distributing 
airplanes, airplane motors, and airplane parts and instruments; (6) list 
showing employes of aviation holding companies who are also employes 
of air mail transport lines and companies manufacturing or distribut- 
ing airplanes, airplane motors, and airplane parts and instruments, 
and the compensation, if any, received in each instace; (7) list of 
employes, officers, and directors now in the employ of air mail trans- 
port lines or aviation holding companies or companies manufacturing 
or distributing airplanes, airplane motors, and airplane parts and 
instruments who were formerly employed by the United States Post 
Office Department, giving the position each formerly held in the 
Post Office Department and the compensation received while in the 
employ of the said department and the compensation they are now 
receiving in the aviation industry; and (8) list of employes, officers, 
and directors of air mail transport lines and aviation holding com- 
panies and companies manufacturing or distributing airplanes, air- 
plane motors, and airplane parts and instruments who are relatives of 
present employes or officials in the said Post Office Department, all 
such listings to be as of December 20, 1932. 
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Doings of the Traffic Clubs 





The Traffic Club of Baltimore will hold a dinner meeting 
at the Merchants’ Club January 3. C. A. Gill, superintendent 


of motive power and rolling equipment, Reading, will talk on 
conditions in Russia, from which he recently returned, having 
peen employed by the Soviet government in rehabilitating the 
Russian railroad system. There will be a program of Russian 
music. 


OS 0S OF 


Robert A. Young, the new presi- 
dent of the Wichita Traffic Club, was 
born and reared in Kansas. He at- 
tended the Clearwater, Kansas, High 
School, and Kansas University, at Law- 
rence, Kansas. He taught school two 
years and has been associated with the 
Kansas Gas and Electric Company for 
fourteen years, most of the time in the 
purchasing department as assistant to 
.the purchasing agent, and now as traf- 
fic manager. He is 39 years old. 


SO SoS OF SSFEO 








A hundred members and guests attended the annual Christ- 
mas party of the Traffic Club of Kalamazoo December 20. A 
special holiday program was presented and there was a Christ- 
mas tree, with gifts for more than thirty children. 





James G. Daly, supreme page, United Commercial Travelers 
of America, Columbus, O., spoke on “Some Transportation Prob- 
lems” at a meeting of the Traffic Club of Minneapolis at the 
Nicollet Hotel December 29. Entertainment was included in 
the program. 





The Traffic Club of Philadelphia will celebrate its silver 
anniversary annual dinner January 24. Elisha Lee, vice presi- 
dent, Pennsylvania, will be toastmaster. The speaker will be 
announced later. 


Ralph P. Bird, new president of the 
Traffic Club of New York, was elected 
to that office after having served the 
club as vice president, member of the 
board of governors, and chairman of 
the board. His first railroad employ- 
ment was with the Baltimore and Ohio, 
with which he served from 1904 to 
1908, in which time he was promoted 
by successive stages from tracing clerk 
to assistant chief clerk. In 1908 he 
took a position with the Santa Fe, in 
New York, as chief clerk. He later 
became traveling freight agent, then 
eastern freight agent of the Gulf, Colo- 
rado, and Santa Fe, and, finally, he 
was made general agent, freight de- 
partment, of the Santa Fe, his present 
position, with headquarters in New York. 








The speaker at the twelfth annual dinner of the Traffic 
Club, Kansas City, set for January 12 at the Hotel President, 
will be Dr. John L. Davis, pastor of Methodist Greenwich 
Church, New York. His subject will be, “Humor—A Mental 
Cocktail.” Reverend Charles R. Tyner, rector of St. George’s 
— Church and chaplain of the club, will give the invo- 
cation. 





_ The Christmas “High Jinks” of the Pacific Traffic Associa- 
tion at the Palace Hotel, San Francisco, December 15, was at- 
tended by more than five hundred members and their friends. 





A Christmas tree, games, and an elaborate program of en- 
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tertainment marked the Christmas party of the Women’s Traffic 
Club of San Francisco. Beula Morris, Dorothy Paul, Nan Law- 
rence, Lucy Collins, Lila Kennedy, Helen Hemsworth, Isabel 
Tooley and Marcia Morris participated in the program. 





The mid-winter dinner meeting of the Traffic Study Club 
of Akron at the Mayflower Hotel January 9 will be addressed 
by J. R. Turney, traffic vice president, St. Louis Southwestern, 
whose subject will be “Store-Door Relivery.” 





The Indianapolis Traffic Club will hold a luncheon at the 
Virginia Grill January 5. The annual election will be held 
January 19 at the Lincoln Hotel. It will be a dinner meeting. 





A. W. Vogtle, vice president in charge of traffic and sales, 
DeBardeleben Coal Corporation, Birmingham, will address the 
Traffic Club of New Orleans at a luncheon meeting January 9. 
He has been invited to speak on the subject of affiliation of the 
New Orleans club with the Associated Traffic Clubs of America, 
of which he is a vice president. 





The regular meeting of the Traffic Club of Newark will be 
held at the Chamber of Commerce January 9. It will be pre- 
ceeded by a “forum” on “Cooperation Between Carrier and 
Shipper Operatives.” E. C. Fuller, chairman of the educational 
committee, will lead the discussion. 





Aldon J. Anderson, traffic manager of the Salt Lake and 
Utah Railroad, is the first president of the newly organized 
Traffic Club of Salt Lake City. He 
was born in Salt Lake City and began 
his railroad experience with the O.S.L. 
Railroad in 1906 as a clerk in the car 
service department. He was later 
transferred to the accounting depart- 
ment and continued with that railroad, 
in station accounting and freight and 
disbursement accounting, for a number 
of years. He also was in the freight 
claim department and then in the in- 
terline freight department. In 1916 he 
resigned to take a position with the 
Salt Lake and Utah Railroad, where 
he was auditor, freight claim agent, 
and assistant secretary until 1922, 
when he was appointed general freight 
and passenger agent. He also was 
auditor and assistant secretary of the 
Salt Lake Terminal Company until 
1922. He was elected to the board of 
directors of the Salt Lake and Utah 
Railroad and in 1926 was appointed traffic manager. He also 
held the position of assistant to general manager in 1922 and 
1923 and from February to June, 1930, he was acting general 
manager of the Salt Lake and Utah Railroad during the absence 
of the general manager on account of an accident. In October, 
1931, he was elected to the executive board of the American 
Short Line Railroad Association, which position he still holds. 





RAIL FUEL COSTS 


In the ten months ended with October, fuel for locomotives 
of Class I railroads used in road train and yard switching 
services, exclusive of switching and terminal companies, cost 
$135,742,381 as against $182,556,127 in the corresponding period 
of 1931, according to the Commission’s monthly statement on 
fuel for locomotives prepared from company reports by the 
Bureau of Statistics. In October the cost was $14,215,526 as 
against $17,638,631 in October, 1931. 

Coal consumption in the ten months totaled 54,565,372 net 
tons as against 68,612,211 net tons in the corresponding period 
of 1931, while fuel oil consumption totaled 1,447,645,108 gallons 
as against 1,668,665,399 gallons in the 1931 period. In October 
the coal consumption totaled 5,977,691 net tons as against 6,832,- 
070 net tons in October, 1931, and fuel oil consumption totaled 
159,957,600 gallons as against 170,906,040 gallons in October, 1931. 








UNUSUAL BUSINESS OPENING for experienced freight traffic 
man with $5,000 and license to practice before I. C. C. Established, 
growing business with distinguished New York City and out-of-town 
clientele and good future prospects. Fine suite of exceptionally fur- 
nished outside offices in New York midtown section. Principals only. 
Address, F. I. C. 376, care of Traffic World, Chicago, IIl. 





POSITION WANTED—Traffic manager, railroad and industrial 
experience; import, export, domestic, customs, rates, warehousing, 
trucking; fifteen years last position when organization discontinued; 
— t,o A. T,. GILROY, 53 Hope Ave., Rosebank, Staten 
sland, N, Y. 
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Watch Your Rates 


THE TRAFFIC WORLD brings you notice of action 
taken on rate matters before the Commission. To be 
completely informed, you should also be on the mail- 
ing list for THE TRAFFIC BULLETIN, which will bring 
you notice of action proposed and action taken in any 
rate matters by any of the standing rate committees. 


The dockets of the following, their hearing bulletins 
and, in most cases, their disposition notices are regular 


weekly contents of the BULLETIN: 


Central Freight Association 
Express Classification Committee 

Illinois Freight Association 

National Diversion and Reconsignment Committee 
National Perishable Freight Committee 

New England Freight Association 

Southern Freight Association 

Southern Ports Foreign Freight Committee 
Southwestern Freight Bureau 

Texas-Louisiana Tariff Bureau 

Transcontinental Freight Bureau 

Trunk Line Association 

Western Trunk Line Committee 


Missing Tariffs Are Costly 
Another important function of THE TRAFFIC BULLETIN 


is the furnishing of a weekly check of your tariff file. 
An abstract of every new tariff, classification, and 
supplement filed with the Commission is mailed to 
BULLETIN subscribers every Saturday morning. This 
tariff file check is made complete by publication of 
investigation and suspension orders; suspension orders 
vacated; fourth section applications and orders; sixth 
section applications and permissions; abstracts of tariffs 
returned by the Commission; released rate orders; ex- 
press tariffs; and Shipping Board tariffs. Other regular 
contents are embargo notices, as reported to the cer 
service division of the American Railway Association, 
and steamship sailings, as reported to the Commission. 


The complete docket of the Consolidated 
Classification Committee is mailed to 


BULLETIN subscribers as issued. 


Requests for further details should be addressed to 


THE TRAFFIC BULLETIN 


418 S. Market St., Chicago 
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Personal Notes 








J. P. Kelley has been appointed assistant to vice president 
in charge of traffic, Chesapeake and Ohio and Pere Marquette, 
with office in Cleveland. 

Resignation of W. F. Turner as president of the Spokane, 
Portland and Seattle Railway, owned jointly by the Great North- 
ern and Northern Pacific, has been announced. Charles Don- 
nelly, president of the Northern Pacific, will succeed him as 
president, and W. P. Kenney, president of the Great Northern, 
becomes vice president. The two offices will be alternated 
annually between the heads of the two owning railroads in the 
interest of economy, according to the announcement. 

George F. Macgregor has been appointed freight traffic 
representative, Seaboard Air Line, at Kansas City. J. A. Flem- 
ing has been appointed traveling freight agent at Chicago, suc- 
ceeding L. J. Quinn, resigned. 

Edward P. Bracken, executive vice president, Chicago, 
Burlington and Quincy, at Chicago, will retire January 1, after 
forty-five years of service with that line. He began his rail- 
— employment as a gang foreman on a construction force in 
1887. 

Franklin D’Olier has been elected a director of the Penn- 
sylvania, succeeding Jay Cooke, who died. Mr. D’Olier is a 
vice president of the Prudential Insurance Company, a director 
of several financial and industrial organizations of New York 
and Philadelphia, as well as of Newark, N. J. 

The Missouri Pacific has created a new office, that of freight 
executive for Greater St. Louis, for George C. Stohlman, who 
was confidential secretary to President L. W. Baldwin for four 
years, and who has been with the road for twenty-four years. 
His title is that of general freight agent. Don Peet, chief 
statistician in the executive department, succeeds Mr. Stohlman 
as confidential secretary to Mr. Baldwin. George F. Painter, 
assistant general freight agent at Memphis, and J. R. Duck- 
worth, occupying a similar position at Omaha, will exchange 
positions. L. D. Nicholson, assistant general freight agent at 
oo — will be assigned to new duties on account of ill 

ealth. 


C. H. Ethridge has been appointed commercial agent, At- 
lantic Coast Line, at Savannah, Ga. W. McG. Brooks has been 
appointed commercial agent at New Orleans. The general 


er at Havana, Cuba, has been discontinued, effective Jan- 
uary 1. 





Digest of New Complaints 





No. PF. Dy ieee Brothers Co., Omaha, Neb. vs. C. M. St. P. 
. et al. 

Rate and charges, in violation sections 1 and 6, sand, Clayton, 

Ia., to Omaha, Neb. Asks cease and desist order and reparation. 


No, 25699. Hugh M. Morris and James H. White, receivers, Southern 
Natural Gas Corporation, Birmingham, Ala., vs. A. & S. et al. 
Unreasonable rates and charges, wrought iron pipe, Gary, Ind., 
and McKeesport, Pa., to points in Ala, and Miss. Ask cease and 
desist order and reparation. 


No. 25700. Pollock Paper & Box Co., Dallas, Tex., vs. B. & O. et al. 
Unreasonable rates, transparent paper, Fredericksburg, Va., to 
Dallas, Tex. Asks cease and desist order, rates and reparation. 


No. 25701. Gardner White Co. et al., Detroit, Mich., vs. A. C. L. et al. 
Rates in violation sections 1 and 4, furniture, Bassett, and 
other Va. points, Sumter, S. C., and Elkin and other N. C. points 


> Detroit, Mich. Ask cease and desist order, rates and repara- 
ion. 


No. 25702. W. 
et al. 
Rates in violation sections 1 and 3, cotton, Russellville and other 
Ala. points to Tuscaloosa, Ala., compressed and reshipped to 
Mobile, Ala., and exported. Asks reparation. 


No. 25703. Atlantic Commission Co., Inc., New York, N. Y., vs. Rail- 
way Express Agency, Inc., et al. 
Rates, in violation sections 1 and 6, 
Fla. to various destinations in the United States. 
and reparation, 


B. Collins Cotton Co., Tuscaloosa, Ala. vs. A. G. 5S. 


strawberries, points in 
Asks rates 


RAIL PENSION LEGISLATION 


Proposed railroad pension legislation advocated by organ- 
ized railroad labor will be taken up at a hearing January 11 
of the subcommittee of the Senate interstate commerce com- 
mittee headed by Senator Wagner, of New York. 
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Docket of the Commission 


NOTE—items in the Docket marked with an asterisk (*) have 
been added since the iast issue of The be we ~ Werld. New assign- 
ments now on the Commission’s decket of dates later than herein 
shewn will not bear asterisks when they de appear. Hations 
and postponements announced too late to show the ‘change in this 
Docket will be noted elsewhere. 





January 3—Washington, D. C.—Examiner Trezise: 
* 25566—Rates on bituminous coal within state of Ohio. 
* 1. & S. 3801—Coal, from Pennsylvania to northern Ohio. 
* w See Pennsylvania Coal Traffic Bureau et al. vs. A. C. 
y. et al. 
* 25656—Continental Coal Co. et al. vs. A. C. & Y. Ry. et al. 
* 25657—Property Owners’ Committee vs. A. C. & Y. Ry. et al. 


January 4—Washington, D. C.—Director Bartel: 
3666—In the matter of regulations for the transportation of explo- 
sives and other dangerous articles by water. 


January 5—Knoxville, Tenn.—Examiner Stiles: 
ray Knox Marble Co. vs. Southern Ry. et al. 
ray Knox Marble Co. vs. Southern Ry. et al. 


Spomery 5—Argument at Washington, D. S.: 
3535—Consolidated Southwestern Cases. Canned goods (and cases 
grouped therewith). 


se ry | 5—Washington, D. C.—Examiner Berry: 
S. 3838—Ageregating express shipments. 


as 6—Knoxville, Tenn.—Examiner Stiles: 
22389—Tri-State Traffic Co. vs. Pa. R. R. et al. 
22401, Sub. 2—Tri-State Traffic Co. vs. Nfk. Sou. R. R. et al. 
January 4 eens. Va.—Examiner McChord: 
c Bureau-Lynchburg Chamber of Commerce for Chesa- 
ay & Virginian Coal Corp. vs. C. & O. Ry. et al. 
25579—Traffic Bureau-Lynchburg Chamber of Commerce for Na- 
tional Paint & Manganese Co. vs Southern Ry. et al. 
580—Traffic ee Chamber of Commerce for J. S. 
Moon Co., Inc., vs. A. C. L. R. R. et al. 
ee A 6—San Jose, inee-diadmand Commission of State of Cali- 
ornia: 
Finance No. 9695—Application Peninsular Ry. for permission to 
abandon certain lines of railroad in Santa Clara County, Calif. 
January 7—Williamsport, Pa.—Examiner Johnson: 
1 Ss awdust from Pa. to N. J. and N. Y. 
January 7—Springfield, Mo.—Examiner Taylor: 
25567—Springfield Seed Co. vs. O. S. L. R. R. et al. 
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Every day there are occasions when you need a 
quick answer to some problem of shipping through 
the Southwest. It may mean a matter of dollars 
and cents to have that information instantly at 
hand. Get on the mailing list and get these im- 
portant publications regularly. You’ll get up-to- 
the-minute data on rates, dates and schedules and 
other important information that will help you to 
plan your shipping intelligently. 


SEND FOR THEM! 


Vol. L, No. 27 





January 9—Philadelphia, Pa.—Examiner Johnson: 
a aa City Goal" Dealers’ Credit Bureau et al. vs. A. ¢ 
et al 


January 9—Indianapolis, Ind.—Examiner Flynn: 
1. & S. 3827—Sludge acid in C. F. A. territory. 


January 9—Ft. Smith, Ark.—Examiner Taylor: 
25322—Mrs. Mabel A. Ferguson, assignee in bankruptcy of the assets 
of A. L. Ferguson et al., doing business as the Red Star Spoke 
Co., vs. La. & Ark. Ry. et al. 


January 9—Greensboro, N. C.—Examiner yy 
25477—Carolina Button Corp. vs. A. & Y. Ry. et al. 
January 9—Huntsville, Ala.—Examner Stiles: 
25569—Alabama Grocery Co. et al. vs. A. 
—- 9—Pittsburgh, Pa.—Examiner oun 
3808—Iron and steel articles, C. F. _ to southwest. 
aig |" 9—Washington, D, C.—Examiner Disque: 
1. & S. 3829—Sugar from eastern points to Central territory. 
January >-Dieuee, Colo.—Colorado Commission: 

Finance No. 9556—Application Denver Intermountain & Summit Ry. 
to acquire and operate a line of railroad between Denver and 
Leadville, Colo., and certain branches thereto, and Finance No. 
9582, Application Denver, Leadville & Lama R. R. to acquire and 
operate a line of railroad between Denver —¥ Leadville, Colo., 
and certain branches thereto. 

January 10—Washington, D. C.—Examiner Lawton: 
Fourth Section Application No. 64—Filed by J. E. Tilford— 
Crushed granite from and to the south. 

January 10—Philadelphia, Pa.—Examiner Johnson: 

25471—South Jersey Coal Merchants’ Assn. et al. vs. A. C. R. R. et al. 
January 10—Washington, D. C.—Examiner Berry: 

25270—Calcite Quarry Corp. et al. vs. Reading Co. 
January 10—Washington, D. C.—Examiner Conway: 

Finance No. 363i1—Excess income of Belt Ry. of Chicago. 
January 10—Charlotte, N. C.—Examiner McChord: 

25458—Granite Cordage Co. et al. vs. Southern Ry. et al. 

25398—Waldensian Baking Co. vs. A. T. & S. F. Ry. et al. 
January 10—Pittsburgh, Pa.—Examiner Griffin: 

25346—Pittsburgh Generator Co., Inc., vs. B. & O. R. R. et al. 
Janua 10—Washington, D. C.—Examiner Lawton 

Fourth Section Application No. 14794—Filed by J. E. Tilford, Agent— 
—- stone or marble (terrazzo aggregate) from and to the 
south. 

January 10—St. Louis, Mo.—Examiner Flynn: 
25492—-Shell Petroleum Corp. vs. A. T. & S. F. Ry. et al. 


-&& F. Ry. et al. 


January 10—Tulsa, Okla.—Examiner Taylor: 
17690—Oklahoma Natural Gas Co. et al. vs. A. T. ft =. = Ry. et al. 
25069—-Dawson Produce Co. et al. vs. A. T. & S. al. 
January 10—Nashville, Tenn.—Railroad and Sie uni ities Commis- 
sion of Tennessee: 
Finance No. 9380—Application L. & N. R. R. for permission to 
abandon a line of railroad between Iron City and Pinkney, Tenn. 





















DIRECTOR OF THE PORT 
Fifth Floor, Courthouse 
HOUSTON, TEX. 
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‘| | SrarReEtTT THE 
’ LEHIGH P OR T 
_DUILDING | ALBANY 


Newest Inland 
North Atlantic Seaport 


lo., 





al, 


Within 250 miles there reside :— 


One-third of the population of the United States. 


The richest producing population in the United 
States. 


The greatest consuming population in the United 
States. 


Ory 020d 6d mmm 





M- EVERY ANGLE 


- LOCATION °¢ The building covers two entire 
o blocks, 26th to 27th Streets, | Ith to 13th Avenues. 
From the Lehigh Valley Railroad freight terminal 
on the street level, on up through 18 floors of light, 
airy, efficiently planned space, Starrett Lehigh = 
Building offers facilities for manufacture and distri- 
bution in the center of commercial New York with 
direct access to every form of transportation. 


EFFICIENCY © Merchandise handling is simpli- 
fied. Trucks enter the building without street delay 
and are carried on |5-ton high-speed truck eleva- 
tors direct to any floor without turning, where they 
load or unload from convenient pits. Freight ele- 
vators are adjacent to platform in rail yard. 


ECONOMY ¢ Floor space is adaptable for manu- 
facturing purposes, display rooms and offices. 
Cantilever construction gives unobstructed natu- 
ral light on all sides. Floor areas range from 52,000 
to 124,000 square feet, the latter offering 600 feet 
of straight-line production, minimizing floor to floor 
movement and rehandling expense. Smaller units 
may be leased with all necessary changes made 
within ten days. The building 
is completely sprinklered and | All-day hospital ser- 


heated. Steam is furnished at | “'ce: Restaurant, 
news-stand and bar- 


prevailing rates. ber shop in the build- 
ing. Fast passenger 


BUILT TO MEET YOUR elevator service. 
NEEDS - INVESTIGATE 
AND FIND OUT FOR YOURSELF 


Starrett Lehigh Building 


26th to 27th Streets, 1th to 13th Avenues, New York City 
D. R. CROTSLEY, Manager, 601 West 26th Street 





GS 


DE! WARE ke Azo — A 
Hudson RR. Kom gta “dh 


Harbor—30 ft. deep with 1,000 ft. turning basin; 
143 miles from sea. 


Channel—27 ft. deep; in unobstructed tidal river. 
Docks—4,400 ft. with shipside trackage. 
Sheds—Sprinkler protected fireproof construction. 
Grain Elevator—13,000,000 bu. storage. 
Accessible to 85% of world’s ocean carriers. 


Port District Railroad connecting with trunk rail- 
roads serves water front. 


Industrial Area—pavement, water, sewers, power 
and rail facilities. 





For complete information address: 


Albany Port District Commission 


74 Chapel Street, Albany, N. Y. 
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In present day business, time is the 
vital factor. Getting your goods to 
the buyer as speedily as possible builds 
business for you. American Mail Line 
President Liners travel the short, fast 
route to and from the Orient. Sched- 
ules are regular and dependable, person- 
nel is alert and competent. Route your 
cargoes via American Mail Line for 
speed and safety. 


In addition, a fleet of fast cargo liners 
makes frequent sailings to Japan, China 
and the Philippines. 

For full information, apply{desk No. 6 






















og ee ree New_York 

1714 Dime Bank Bldg..........++. Detroit 

110 S. Dearborn St........ccceee Chicago 

Union Trust Bldg. Arcade...... Cleveland 
General Freight Office 

740 Siete BOIGGS..<cvcccccovcccse Seattle 






AMERICAN 
MAIL LINE 


76 offices in 22 countries at your service 
































Wetcome 1933... 


We all enter 1933 determined to make it 
a better year than 1932...One tested and 
proved method for expanding business 
and lowering delivery costs is through 
first class merchandise warehousing... 
Crooks Terminal Warehouses, with years 
of successful experience, offer unexcell- 
ed service—receiving, checking, storing, 
delivering, reshipping, collecting, report- 
ing, taking orders. We become your 
branch in the busy season when you 
need us most ... Write today for full 
information, without obligation. 


SUCCESS TO YOU 


CROOKS TERMINAL 
WAREHOUSES 


CHICAGO KANSAS CITY 
417-437 W. Harrison St. 1100-1112 Union Ave. 
429-449 W. 14th Place 1201-1213 Union Ave. 
5801-5967 W. 65th St. 1411-1417 St. Louls Ave. 


LOS ANGELES 


Ninth and Alameda Streets 
operating as 
Overland Terminal Warehouse Co. 


IN 1933 
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Work of the Traffic Man 


ISION and enthusiasm are just as essential in the traffic 

profession as are hard work and conscientious application 
to detail, in the opinion of Roy W. Campbell, manager of the 
traffic department 
of the Butler Pa. 
per Corporations, 
Chicago. It is his 
conviction that 
representatives of 
few professions 
are called on in 
the same degree 
for both execu- 
tive skill and 
mastery of com. 
plex, work-a-day 
detail. 

Mr. Campbell 
was asked to con- 
tribute to a series 
of short articles, 
of which this is 
the first, dealing 
with the work of 
the industrial 
traffic manager, 
Briefly, the pur. 
pose is to pre- 
sent, in short nar- 
rative form, con- 
crete illustrations 
of contributions 
of the industrial 
traffic profession 
to the economy 
and efficiency of 
business manage- 
ment. It is hoped 
that, collectively, 
; such a series will 
show the industrial traffic department in its relation to other 
departments of industry and in its value to business. Though 
the experience of every industrial traffic manager of prom- 
inence must include many illustrations of this kind, the litera- 
ture on the subject is not extensive. 

“Nothing has been written about the traffic field that ade- 
quately covers all its ramifications,” Mr. Campbell says. “There 
are virtually no limits to the activities of the alert industrial 
traffic manager. His value to his employer depends not alone 
on tangible activities, the results of which can be measured, 
but even more on intangibles, the true worth of which can 
only be appraised or estimated, and on potential possibilities.” 

He explained that, by the latter, he meant that a perfectly 
sound part of the program of an industrial traffic manager 
might be a determination to discover some one new contribu- 
tion he could make to his employer each day. “Dig and delve” 
should be the daily refrain of the industrial traffic departnient, 
he said. 

With more than ten years as an industrial traffic manager 
to his credit, serving the largest wholesaler of paper in the 
country in that capacity, Mr. Campbell’s opportunity to famil- 
iarize himself with the variety of demands made on the traffic 
manager and the opportunities presented by the profession is 
ample. “The duties imposed by the day’s routine and the oppor- 
tunities for service that present themselves are a sufficient 
challenge to the best in any man,” he says. 

Though emphasizing that the work of the traffic depart- 
ment dovetails with that of all other departments in the in- 
dustry, he presented the core of the daily labor as being the 
“determination of transportation costs and shipping data neces- 
sary to make delivery and putting them into effect.” It is 
obvious, he points out, that selling cost includes the cost of 
transportation as surely as it does that of fabrication. 

Among other things, the traffic manager is or should be a 
specialist in tariffs and their interpretation; the enormous de- 
tail involved in proper routing of shipments gave him a text 
from which to illustrate one of the many ways in which, in 
his capacity as a tariff expert, the traffic manager may afford 
protection for his employer’s shipments. 

“Customers sometimes specify a particular route to favor 
a railroad friend,’ he explained. “If the routing doesn’t con- 
form to the governing tariff, combination rates may be applied 
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Hons AMERICA’S PORT OF 
al QUICKEST DISPATCH 
—_ GALVESTON WHARF COMPANY 
com. 
a-day 
“1! Southern Steamship Co 
con- 
cm 1 Southern Steamship Company 
‘or (Pioneer Steamship Line to Houston) 
ling OPERATING FAST FREIGHT SERVICE 
k of BETWEEN 
rial e » 
ce. || Philadelphia, Pa., and Houston, Tex. 
pre- SAILINGSs 
aa From Philadelphia . . Wednesdays and Saturdays 
_ From Houston ...... Mondays and Thursdays 
s 
Tial Low Rates Quick Dispatch Thru Package Cars 
nee GENERAL OFFICES: 
of 1360 Broad Street Station Bldg., PHILADELPHIA, PA. 
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Ta- 
de- 
are 
ial 
ne 
ed, ? 
% The Three Wise M 
* e ree 18€ ivien ... 
sad No. ] was an able traffic manager but his time 
e” was taken up with details that left little 
it, room for more important duties. 
was new on the job, with much to learn and 
ws No. 2 not quite sure of himself—feeling the need 
i]. for an occasional lift over the rough spots. 
ic No. 3 was an official of a smaller concern that 
7 couldn’t afford a good traffic manager, but 
. felt the need of expert advice occasionally. 
They proved they were wise men—they had their 
t- freight bills audited by the 
1- 
e 
j- 
s 
f 


FREIGHT TRAFFIC ASSOCIATION 


1606 Milwaukee Ave. 
CHICAGO 


This advertisement pinned to your letterhead will bring you full 
details of our services. 


—oFrTror Ft 
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CALMAR LINE 


INTERCOASTAL SERVICE 


SAILS 










Voy- 
STEAMER jage 
No. 





‘ Phila- Los San 
Baltimore deiphia | Angeles [Francise Oakland | Portland | Seattle 















YORKMAR / 18 jJan. 2ijJan. 24/Feb. 15/Feb. 20|/Feb. 22/Feb. 26/Mar. 1 







Subject to change and/or cancellation without notice as regards 
Steamers, arrival and departure dates, and to Cempany’s right 
to omit scheduled ports and/or add other ports. 


IMPORTANT NOTICE 


To provide a more convenient discharging location in Los 
Angeles Harbor for our Shippers and Consignees, which is 
several miles closer to Los Angeles City, effective January 
1, 1933, our vessels will discharge at Berth 145 Wilmington. 


WE WISH YOU A PROSPEROUS NEW YEAR 
Calmar Steamship Corporation 


For information regarding rates, etc., apply to nearest office: 
MOORE & McCORMACK CO., INC., Gen. Agts. SWAYNE & HOYT, LTD., Agents 
Baltimore, Md., 15 S. Gay St. Los a Cal., 410 Chamber of Com- 
Chicago, I11., 140 S. Dearborn St. — meres 9. 

Detroit, Mich., 2001-2 Industrial Bk. Bldg.  Paniand» Cal-. Ont and Market Ste 
New York, N. Y., 5 Broadway San Francisco, Cal., 215 Market Street, 
Philadelphia, Pa., Bourse Bidg. 


Matso: 
Pittsburgh, Pa., Oliver Bidg. 



























m Bidg. 
Seattle, Wash., 1519 Railroad Ave., South 
Regular Piers 


Pacific Coast 


Los Angeles—Berth 145 Wilmington 
Oakland—Howard Terminal 

No. | Oceanic Terminal 
San Francisco—Pler No. 48-B 
Seattio—Atiantie Dock Terminal 


Atlantic Coast 
Baltimore—Pier 7, Port Covington, 
Western Md. Ry. 


Philadelphia—Pler 27-N, Reading Co. 


Your shipments are transported in the finest of modern 
trailers, fully protected by insurance and in charge of com- 
petent, responsible men when you ship via the Silver Fleet. 
Speed and reliability are the foundation of this service. 
@ Overnight delivery between Chicago and Louisville, and 
from Louisville to Nashville and Knoxville. From Chicago 
to Nashville or Knoxville, second morning delivery. From 
Chicago to Atlanta, Birmingham or Memphis, third morn- 
ing delivery. Pick-up and store door delivery with no addi- 
tional charge to either you or your consignee. Write today 
for Local and Joint Rate Tariff No. 3, naming class rates 
between points in 14 states. 


Silver Fleet 
MOTOR EXPRESS 


630 E. Main St. 


LOUISVILLE, KY. 
1235 W. 21st St., Chicago 
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sa RICHMOND. VA. 


Distribution—Storage— 
Forwarding of 
General Merchandise 


S. N. LONG WAREHOUSE 


SAINT LOUIS, MISSOURI 


me HORDER'S 


TRAFFIC FORMS 


DOMESTIC and EXPORT FORMS continuously checked and 


revised against latest practices, rules and regulations. 


I. C. C. FORMS RULED FORMS 
Rule 5 Statement Car Records Claim Records 
Special Docket Shipment and Tonnage Records 


VISIBLE CLAIM RECORD 
TARIFF FILES BILLS OF LADING 
Sample Folder of Traffic Form Line sent upon request on your letterhead. 


HORDER’S Inc. 


231 S. Jefferson Street Chicago, Illinois 


ATTORNEYS AT LAW 


Practicing HARRY C. AMES 


before the 
INTERSTATE rom ngs Maga 


COMMERCE Fermerly Attorney and Examiner 


Interstate Commerce Commissien 
COMMISSION Transportation Bldg., Washington, D. C. 


H. D. DRISCOLL 


Commerce Counsel 
and Attorney 
Philcade Building, Tulsa, Oklahoma 
Oklahema City Office, Petroleum Bldg. 
Washingten Office, Southern Bldg. 
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that will result in excessive freight charges. We recently hag 
a case of this kind involving a carload of paper moving from 
the northwest to a point in Texas. Our check revealed that 
the lowest rate did not apply over the route specified. The 
saving on that single carload resulting from our check amounteq 
to a hundred and twenty dollars. Actual cases in my files 
include a shipment from Central Freight Association Territory 
to a point in Oklahoma, on which our check resulted in g 
saving of a hundred and eight dollars. In another Case not 
long ago we saved fifty-six dollars on a car moving from Ontario 
to a point in a southern Illinois.” 

The illustrations were many. One of the most interesting 
had to do with a car that had to be stopped twice for partia] 
unloading between the origin mill point and the final destina. 
tion. Sales had been made calling for the stop-off, on the 
theory that the situation was similar to a previous one han- 
dled by that particular salesman. A first check, however, 
indicated that the only open route meandered down the railroad 
map like a hound dog just turned loose in an open field criss. 
crossed with rabbit tracks. Time in transit would be excessive, 
Some other way had to be found. In a situation of this sort, 
says Mr. Campbell, there is no one to depend on but yourself 
and your own department. We found our route and at the right 
rate, though our railroad friends had given it up.” 


ROLLING STOCK ADDITIONS 


Class I railroads of the United States in the first eleven 
months of 1932 placed in service 2,951 new freight cars, accord- 
ing to the car service division of the American Railway Asso- 
ciation. 

In the same period last year, 12,328 new freight cars were 
placed in service. 

The railroads on December 1 this year had 2,398 new freight 
cars on order compared with 4,252 on the same day last year. 

The railroads also placed in service for the first eleven 
months this year 37 new locomotives compared with 123 in the 
same period in 1931. 

New locomotives on order on December 1 this year totaled 
three compared with ten on the same day last year. 

Freight cars and locomotives leased or otherwise acquired 
are not included in the above figures. 


In CHICAGO 


Ie) TERMINAL 


WAREHOUSES 


Close to ‘‘Loop.”’ Office and warehuuse spece for 
lease. Merchandise storage. Pool cars distributed. 
Tunnel,. water, rail and truck facilities at door. 


519 W. ROOSEVELT ROAD CHICAGO 





TRAFFIC MANAGERS 
T. J. MCLAUGHLIN Traffic 


TRAFFIC COUNSELOR 
Interstate Commerce and State Commissien Cases and 
Commerce 


Departmental Service 
Specialists 


713 Mills Bldg. 
WASHINGTON, D. C. 

HENRY J. SAUNDERS 
CONSULTING ENGINEER 


Cest and Statistical Analyses—Matters Relating 
te Rates—Censelidatiens and Valuatiens 


643 TRANSPORTATION BLDG. 
WASHINGTON, D. C. 








Valuation 


Experts 



















if SUdewerr Cirr 
(WoRwicn 


Via—CLYDE, OLD DOMINION, SAVANNAH, 
MALLORY and MORGAN S. S. LINES 


THAMES RIVER LINE, INC. 


Pier 31 E. R. NEW YORK CITY 
ERNEST E. FUCHS, Vice-Pres. 
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HIMES playing, bells ringing, whistles screaming, 
int horns blaring, orchestras playing — crowds feast- 
en ing, dancing, singing, laughing — millions celebrating 
the turning of a page in the book of time. Slates are 
wiped clean. The trials and tribulations of '32 are for- 
gotten. New resolutions are made and faces are turned 
with hope and confidence toward the New Year. 


So, the Norfolk and Western Railway— a definite, 
important part of each community it serves— reviews 
with pride and gratification the large contribution that 
Precision Transportation has made toward employment, 
prosperity and happiness the country over and looks 
forward to a brighter and more satisfactory New Year. 


It is our sincere wish that we may continue to work 
together as we have in the past and that when the next 
page is turned in the book of time you will find that 
Precision Transportation has helped to make 1933 the 
happiest, most pleasant and the most profitable year 
you have ever known. 
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“A Service Institution” 


SHIP - TRAVEL 
ST.LOUIS GATEWAY 
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SHIP 


LOS ANGELES 


HARBOR 


OUR mer- 

chandise 
will get on the open 
ocean faster if you ship 
through Los Angeles 
Harbor because more 
ships call here to take 
advantage of the cheap 


fuel situation. 


Los Angeles Harbor is 
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—the cheapest bunkering port 
on the Pacific Coast | 


in the center of 
the great South- 
ern California Oil 
Fields. 232,000,000 
bbls. annually are pro- 


duced here. 


If you sell goods to the 


Far East and ‘‘down 


this is the 


ZEALAND 


BOARD OF HARBOR COMMISSIONERS, LOS ANGELES 


under” you are inter- 
ested in the quick move- 
You 


ment of traffic. 


cannot afford to over- 
look THIS advantage. 
It means speedier de- 
liveries, more frequent 
sailings and, in many 
instances, lower rates. 
This situation should be 
investigated by shippers 


to whom time is a factor. 
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\ / or AY 4 ff) | fulness, the ‘‘Silver King” typifies 
wo i A the spirit of the Frisco Lines. As the 


tarpon defies the angler’s skill—so 
Yl lacs Frisco service challenges storm, sleet 
PP ee and snow to bring your shipments 
ATT Aa thru—on time. 

ahh. [i Alert workers, excellent terminal 
ca facilities, powerful motive equip- 
ii ment and well-kept roadbeds form 
“Hl a smoothly working unit specially 
designed to speed the handling and 
movement of freight. 


In addition, sweeping revisions of 
freight schedules and the inaugura- 
tion of new trains have reduced run- 
at. y ning time and delivery time between 

i many principal terminals including 
Saint Louis, Kansas City, Memphis 
and Birmingham. 


This fast Frisco Red Ball service 
is now faster than ever—meeting the 
special needs of Frisco-land with 
constantly improving Frisco service. 


S. S. BUTLER 
General Traffic Manager 
Saint Louis 
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